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The Wheeled Scraper or Self-Loading Cart. 


This useful implement is intended and employed for 
moving earth short distances, as in grading roads, excavat- 
ing for buildings, reservoirs, etc. The ordinary road scraper, 







Ti WHAT 
— 


as most of our readers know, con- 
sists simply of a large shovel or 
scoop, to which a pair of horses is 
harnessed, and which is then drawn 
through the earth previously loosened 
by a plow. The shovel or scoop is 
then filled with earth, and is then 
dragged to its destination and there 
dumped. 

The wheeled scraper, which is illus- 
trated by our engravings, consists 
of a similar shovel or scoop made of 
steel, which is mounted on a pair of 
wheels, as shown in figs. 1, 2 and 8. 

Fig. 1 represents it in its position for 
loading, and also the construction of 
the scoop or box for holding the earth. 
This part isnow made of one piece of 
steel plate, instead of separate pieces 
flanged and riveted together, as it was 
formerly made, The improved forin 
is stronger and more durable than 
the old style, and is much easier to 
load. 

Fig. 1 also shows the construction of 
the hand lever and its connection with 
the scoop, and the manner of raising 
and lowering the latter. 

Fig. 2 represents the scraper raised 
from the ground and locked by a latch 
connected with the hand-lever. In this 
position the scoop and its contents can 
be hauled away in the wheels to the 
place to which the earth is to be re- 
moved. 


| | 
half of what it will cost to do it with wagons and shovels, 
besides enabling contractors to do work which it would be 


impossible to have done when labor is difficult to get.” 
These scrapers have been used for grading on the Chicago, 
Burlington & Quincy Railroad, the Atchison, Topeka & 
' Santa Fe, the Burlington & Missouri River in Nebraska, the 
Chicago & Alton, the St. Louis, Kansas City & Northern, 
and other railroads. It should be added that three different 
sizes are made, 
To prepare the ground for the scraper it must, however, 
first be loosened with a plow. The manufacturers, therefore, 
make three sizes of heavy and strong plows, which are espe- 





Fig. 3 represents the position of the 
scoop when dumped. This is done by 
simply unlocking the hand-lever and 
throwing it up as represented. Itcan 
then be locked in this position and 
hauled back to be reloaded. The 
processes of loading and unloading 
are both performed without stopping 
the team, the same as with drag 
scrapers, thus effecting a great saving 
of time incomparison with that re- 
quired to do such work with wagons 
and shovels. Minor improvements 
have also been made in the method 
of supporting these scrapers anu in 
the appliances for handling them, 
which add very materially to the ease 
of doing the work. 

As will be seen from the engravings, the scoops are at- 
tached to an iron frame, which is suspended to an iron axle, 
and when loaded the whole weight is carried on the two 
wheels, and it is therefore much easier to move than a drag- 
scraper without wheels. An ordinary team will handle one 
of the former containing half a cubic yard of earth with 
greater ease than it will a drag-scraper with an eighth of a 
yard, and will make as many trips with the one as the other. 
The manufacturers say that ‘‘on hauls from 50 to 600 ft., 
it will move earth so much cheaper than by any other known 
method that it is placed beyond comparison with any other 
machinery or appliances in use. On hauls of 600 to 1,000 
ft. earth can be moved with the largest sized scrapers at one- 
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Fig. 5. 
RAILROAD PLOWS. 


, cially adapted for such work. Figs. 4.and 5 represent both 
sides of one of these, which are called ‘railroad plows.” The 
different sizes are so strong that from four to ten horses can 
be used with them. The beam is of large size—four inches 
thick and nine inches deep. An extra bottom is furnished 
with each plow, and as the cutter is reversible, in reality two 
duplicates are furnished of those parts most subject to 
wear. 

These implements are manufactured by the Western Wheel 
Scraper Company, whose address is Mount Pleasant, Iowa. 





—Mr. Jonathan Camp, an old and respected citizen and 
long a director of the Danbury & Norwalk Company, died 
at his residence in Norwalk, Conn., April 21, aged 79 years. 





Gontributions. 


Carelessness in Enginemen. 


To THE EDITOR OF THE RAILROAD GAZETTE : 

There is no branch in railroading where there is so much 
ignorance as in the management of locomotive engines by 
the drivers. The amount of water carried in the boiler while 
running has attracted my attention lately. The height that 
the so-called “ good runners” carry the water is generally 
four gauges; now the gauges are about three inches apart, 
and four in number, the lowest being about three inches 


above the highest heating surface, 
thus giving twelve inches to the top 
gauge, so that they carry water at 
least’ twelve inches above the top of 
the fire-box. When the water is 
carried so high the steam space is con- 
tracted, and the generation of steam 
retarded. The fires, therefore, have 
to be urged violently, thereby increas- 
ing the consumption of coal, and caus- 
ing the boiler to “prime” and get 
rid of its overburden of water, to 
the great danger of the machinery, 
The way that one driver that has 
come under my notice carries the 
water is absurd. He waits until the 
steam just comes out of the top 
gauge, and then he thinks the water is 
dangerously low, and puts the pump 
on and lets it run for some time, 
until he judges it is high enough; 
how high he does not know, as there 
is no gauge on the steam dome. Any 
one who bas even a limited idea of 
the subject will know how much 
harder it is to generate steam where 
the water is high than where it is rea- 
sonably low. Six inches of water 
over the top of the highest heating- 
surface is sufficient for any well con- 
structed boiler; but instead, we have 
about twelve—six inches worse than 
useless. Their ideas on firing are 
equally incorrect, judging from the 
orders | heard given: ‘‘ Put coal in as 
it comes, as long as you can get it 
through the door.” The door was 
about sixteen inches in diameter, We 
might then fill up the whole grate sur 
face with a dozen big lumps, which 
would be equivalent to putting the 
fire out. These and many other facts 
too numerous to mention may give an 
idea of how locomotives are managed 
The road on which this kind of firing 
is done is one of the finest in the world, 
and if such work is allowed here, what 
must it be on other roads? Were the 
enginemen better educated coricern 
ing their business, and more attention 
paid to these apparently small things, 
there would be an immense saving in 
the annual coal bills and a great in- 
crease in the power of the engines. But is such ignorance 
to be wondered at ?- How can they know better? The best 
of the men are the sons of farmers, who came straight 
from the plow, and after firing for a year or so under men 
whose ignorance in engineering is only exceeded by their 
own, they are put to drive an engine! In this way the gross 
stupidity that has existed for years continues, and will con 
tinue until they have suitable training, and competent exam 
iners appointed for engine-men, and certificates granted. 
CERTIFICATE 38,102 
ALTOONA, Pa., March 30, 1880 
[Probably our correspondent ™ ill modify hi 

somewhat after he has had more experience int 
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ninga locomotive. That ‘it is much harder to gen- 
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put in 17 old boilers the last year, and the road has over 50 
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armies and for universal intercourse did not become fully 


erate steam where the water is high than where it is| of them in use. Crown-bars have to be renewed in about | ®pparent until they had reached a later period of develop- 


reasonably low,” does not seem so obvious to us as it | Seven months, while the first Darby arch, which has been in 


does to the writer of the above. It is true that it takes a constant use 27 months, has no accumulation of scale, and 
the sheet seems to be as good and strong as at first. The 


lateral current of water from the top of the sheet seems to 
create a draft up the sides of the fire-box that prevents the 
deposit of scale upon or around the top of the fire-box, and 
other, with the added advantage in the former of 4 | the deposit is mostly at the bottom of the legs, where it is 
considerable amount of reserve power stored up in the | easily washed out. 


longer time to heat a large body of water than a small 
one, but after it is heated it is not plain why it is not then 
just as easy to generate steam in the one case as in the 


form of hot water. If a locomotive boiler filled to the 


lower gauge will hold 4,000 Ibs. of water, and by filling | by using this arch instead of crown-bars. And further, two 
it up to the top gauge will hold 5,000 Ibs., it is evident engines of the same class have been overhauled, one given 


that there is a reserve supply of 1,000 Ibs. If this is |" flues and the Darby arch, the other new flues and 
crown-bars. From the first the Darby arch was the best 


heated up to the temperature of steam of 130 lbs. 
pressure = 347.2", and if each pound of water heated 
up by one degree is equal to 772 foot-pounds, we would 


have, if the temperature of the water was 60° when it | arches have been renewed. Besides the one already men- 
was put into the boiler, what is equivalent to 1,000 X | tioned, four others have been in use nearly two years. 


(347.2—60) x 772 = 221,718,400 foot-pounds of reserve 
power stored up. Now of course it is not said that 
any more than a smal) fraction of this power can be 
utilized, but even that is very desirable to have to 
spare if an engine is struggling up a steep grade and 
it is doubtful whether or not it will stick fast. 

We would recommend the educational advantages 
of a judicious course of firing to our correspondent. 
Some things can be learned in that way more satis- 
factorily than in any other.—Epiror RatILRoap 
GAZETTE. | 


Accidents Prevented by Bridge-Guards. 


New York, PENNSYLVANIA & OHIO RaILRoaD Co., } 
NGINEERING DEPARTMENT, r 
CLEVELAND, O., April 23, 1880. | 

To Tue Eprror oF THE RAILROAD GAZETTE: 

As illustrating the efficacy of bridge-guards in protecting 
bridges and trains from accidents, I feel it almost a duty to 
forward you the inclosed letter for publication. Some two 
years ago I received instructions from the Receiver of the 
late Atlantic & Great Western Railroad (now New York, 
Pennsylvania & Ohio Railroad) to place a safety guard of 
my invention upon all our bridges. From considerations of 
economy, however, it has up to the present time been placed 
only upon a few which seemed most in danger; yet this is 
the fourth instance in which it is considered by the road- 
masters to have saved a train, two previous instances of a 
similar nature having occurred at a bridge near Bucktooth 
Station, and one near Mansfield. In the case at Bucktooth, 
one car became detached on a curve some distance back of 
the safety-guard, broke a rail on the curve, and was safely 
rerailed just before reaching the bridge. Before the damage 
had been detected a following train ran off at the broken rail, 
and the locomotive and head of the train got so badly 
shaken up and twisted before reaching the guard that they 
were not fully rerailed, but sufficiently so to save the bridge. 
The rear portion of the train left the track at the broken 
rail before reaching the guard, and was badly wrecked. 

The following is the letter referred to, with respect to the 
most recent incident of the kind: 

‘Marion, O., April 22, 1880. 
“ Chas. Latimer, Esq., Chief Engineer, 

‘Dear Str: Some night train going east, on the night of 
the 20th, had a brake-beam down and one truck jumped the 
track at the east switch at North Lewisburg and ran to the 
bridge guard, about 500 feet, and jumped on again, unknown 
to the train-men. The bolts were broken on 22 joints and 
the outside spike on one side badly knocked about, but no 
other damage was done. I have no doubt but that this 
bridge-guard saved the bridge and train from a very bad 
Very respectfully, J. W. ALsop, 

“* Roadmaster.” 

Readers of the ‘ Roadmaster’s Assistant” will find two 
other instances recorded, in which passenger trains were 
saved from disaster on the Chicago & Michigan Lake Shore 
Railroad in 1874, and also a cut of the guard. How many 
instances there may have been since, I cannot tell. 

i do not, as I trust is needless to say, bring up these in_ 
stances because the safety guard is my invention, but be- 
cause it is so common—and I might almost say universal, 
taking the country at large—to omit all such precautions 
altogether. CHARLES LATIMER, 

Chief Engineer, New York, Pennsylvania & Ohio Railroad. 


wreck. 


Experience with Crown-Bars and the Darby Arch 
on the Kansas Pacific. 





To THe EprIrorR OF THE RAILROAD GAZETTE: 

Mr. John Mackenzie, Superintendent of Machinery at the 
Kansas Pacific Railway shops, Armstrong, Kan., is build- 
ing a ten-wheeled locomotive having a boiler peculiarly 
adapted to the bad water they are compelled to use on this 
road, which yields a large amount of deposit in the form of 
scale. 

The boiler is telescopic in five rings, and has a diameter of 
50 in. in front and 53 in. at the back end. It has 165 flues, 
2 in. in diameter, and 13 ft. long, placed \ in. apart at the 
front and % in. at the back end. The fire-box is 65 by 
33!¢ in. and 68 in. high. 

The legs front and back have 4 in. spaces. The legs at the 
sides are 84¢ in. at the bottom and 544 in. at the top of the 
fire-box. It has a box flange ring at the bottom and Darby’s 
crown arch instead of crown bars. 

This arch is said to give excellent satisfaction, and is being 
applied to all new locomotives on this road, and all old ones 


ence increasing as the time went on, until in seven months 


Experiments have shown a saving of 22 per cent. in fuel 


steamer and would haul a greater number of cars—the differ- 


the crown-bars must be renewed, and as yet none of the 


Ww. 


The Reading’s New Passenger Engine. 


PATERSON, N. J., April 16, 1880. 
To THE EpIToR OF THE RAILROAD GAZETTE: 
In to-day’s issue of the Railroad Gazette you give a de 
scription of the engine for the Reading Railroad built by Bald- 
wins. I suppose, from the width of the fire-box, they intend 
to burn culm or coal-dust. Probably that has something to 
do with making but one pair of drivers and a pair of trail- 
ing wheels. This latter planisnotnew. The Rogers Works, 
from 13846 to 1852, made several engines ou the plan de- 
scribed, the trailing wheel being placed under the foot- 
board with a cross spring, the ends of which rested on the 
trailing axle boxes; a cross bar under the foot bar—connect- 
ing the frame on each side with a screw in the centre—was 
employed to increase or diminish the weight on the trailing 
wheels, and so changed the weight on the drivers. Of course 
the changing of weight could not readily be done by means 
of ascrew, yet you will see that we had the general plan 
now embodied in the engine described. 
The last engine made on this plan by Rogers was put on 
the Hudson River Railroad when it was first opened. It 
would run very fast, but the great difficulty with it was to 
get away from the stations—-it would slip. 
The Engineer of the road, John B. Jervis, and Mr. Rogers, 
having contemplated that for the Hudson River Railroad 
they would use for fast passenger engines one pair of drivers, 
and for freight engines two pairs of drivers, the company 
ordered from Rogers, Ketchum & Grosvenor the engines 
** Atlantic” and “ Pacific,” the former having four and the 
latter two drivers. These engines were to be patterns from 
which they were to copy to stock the road, but after their 
trials of the ‘“ Pacific”—one pair of drivers—they decided 
to make all with two pairs of drivers. 

Iam surprised that the Rogers Works, in their book— 
“ Locomotives and Locomotive Building in America”—do 
not refer to those engines with one pair of drivers. 
{ think it well that the rising generation of locomotive- 
builders should be posted on what was done thirty years ago. 
They will find many old things now brought out as quite 
new. J.C, 





The Argument for State Railroad Ownership. 





| Translated for the Railroad Gazette.] 

Our readers know that for several years the question of 
changing the railroad policy of Germany from the ‘‘ mixed 
system ”—that is, a system composed partly of railroads 
worked by the state and partly of roads owned and worked 
by private corporations—to an exclusively state system has 
been warmly discussed, and finally decided in favor of the 
state system, which is begun by acquiring all the principal 
railroads of Prussia (not of the other German states) by the 
government of that country. When the Prussian cabinet 
submitted to Parliament last November its plan for acquir- 
ing the remaining important private railroads in Prussia, it 
presented with the bill granting the necessary powers and 
means a long and elaborate document in justification of its 
action, which is probably the most important government 
document respecting railroads ever published, and the most 
complete statement of the argumentsin favor of a state rail- 
road system. y 
It must be remembered that this question has had the atten- 
tion of the best minds in Germany for several years, during 
which the books and pamphlets published concerning it 


had the opportunity to make use of all that could be said on 
of the reasons which have caused for the first time one of the 
great nations of the world to unite its railroads under gov- 


ernment administration, we have thought it desirable that 


railroad men, legislators and students of the economics and 
politics of transportation. Below we begin the publication 


tion and interest: 


this side of the question. Being thus the formal statement |and North 


ment. The inconveniences caused by the private manage- 

ment of railroads in consequence of the existence of a num- 

ber of different enterprises of doubtful solidity and restricted 

working capacity, the abuse of their privileged position by 

their managers; the oft recurring resistance to reforms of 

public utility; the complication and for the most part arbi- 

trary differences among the various administrative and 

working arrangements; the intricacy of the tariffs; the quar- 

reling and extravagant expenditure accompanying the bit- 

ter competition existing among such a number of corpora- 

tions have al ther caused the widespread injury to 

the public welfare that is inseparable from an ex- 

tended private management of railroads. Meanwhile, on 

the other side, by the extended development of the govern- 

ment railroad management, another and a more favorable 

solution of the question was in preparation. The consider- 

able increase in the government railroads that occurred on 

the annexation of the provinces acquired in 1866, and the 

establishment of connecting lines between the Eastern and 

Western railroads have proved the government railroad sys- 

tem to be unequivocally the best for Prussia, and it has 

gained thereby considerable ground against the so-called 

mixed system. The necessity has therefore become apparent 

for providing fully for the public interests, not by regulating 

the operation of the private roads through legislative reform 

and state supervision, which do not promise to be effective, 

but by the abolition of the private railroad system and the 

union of all the principal inland railroadsin the hands of the 

government. The conditions which, under the old railroad 

laws, would have rendered such a solution of the question 

impossible, have fallen into the back-ground. The greater 
extension and compactness of the territory of the country, 

the development of its financial strength, and the fortunate 
state of the national credit have proved favorable to those 
ideas which deal with a question of such weight and impor- 
tance to the state. 

As long ago as 1873, in the report of the special commis- 
sion appointed to investigate railroad charters, we find these 
ideas expressed in the following words: 

‘“*In consequence of the extension and perfection of rail- 
roads that have already occurred, and that may be expected 
to a greater extent in the future, economical reasons and 
considerations point to the desirability of the ultimate con- 
solidation of all railroads in the hands of the government.” 
Since that time this result his been greatly favored by the 
further improvements effected in the condition of railroad 
affairs. The extent of the government railroads has been 
nearly doubled—the extent of the roads worked by the guv- 
ernment already exceeds the total length of the roads under 

private management; the inadequacy of government super- 

vision, which can hardly be remedied, in regard to the grovr- 
ing inconveniences characterizing railroads under corporate 
direction, has added largely to the numbers of those in favor 
of a state railroad system, while the attempts to bring about 
reform by laws have shown the futility of hoping for a sat- 
isfactory improvement through legal measures, without 
trenching materially on established rights and interests. 
The government, therefore, did not hesitate during the de- 
bates over the budget at the last session of Parliament to 
intimate to the members of the investigating committee that 
the ultimate aim of the railroad policy was the realization 
of the state railroad system, with a prospective view to the 
introduction of an act empowering government to acquire 
such private railroads as might be desirable. 

It may be safely said that, to an impartial judgment, it is 
certain that the question whether the state railroad system 
is desirable for Prussia isno longer an open one; it is already 
decided in the affirmative. And although the unsettled state 
which the existence of powerful independent corporations 
in ——— with the normally growing governmental 
railroad system will cause must be tolerated for a longer or 
shorter time, in consideration of the financial convenience of 
the government, it is impossible, as well as incompatible with 
the interests of the country, to maintain them permanently, 
and they would in addition be a source of economical injury 
of serious import, 

Although after the above justification of this system it 
may hardly be thought necessary, we will endeavor in the 
following explanation to pass in review the chief points 
which have influenced the government to adopt and carry 
out the state railroad system. 


I 


THE STATE RAILROAD SYSTEM AND ITS DEVELOPMENT 
IN GERMANY AND PRUSSIA. 

The development of the railroad in modern civilized coun- 
tries has been dissimilar and disproportionate, according to 
the conditions and peculiarities of the various nations. 

The wealth of the country and the density of its traffic 
have determined the extent of the outward development; 
while its natural conditions, its relations, the peculiar char- 
acteristics of its people and the nature of its institutions 
have determined the method of that development. 

In England and the eastern portion of the United States, 
the extensive commerce and great wealth prevalent have 
developed the railroad system to an extent that Germany 
in its present condition cannot attain, nor do her necesssities 
demand it. The magnitude of the arrangements for the dis- 
patch of traffic, the frequency and high speed of the trains 
and many other of the operating arrangements of the rail- 
roads in those parts, are only warranted where the wealth 
of the country furnishes the means for such an outlay, and 
the augmented expense is covered by a corresponding in- 
crease of business. 

The extent of this development is by no means to be as- 
cribed to the effects of the system under which it has occurred. 
The latter is the result of the domestic and foreign conditions 


probably number hundreds, and that thus the government | and relations of these countries, of the national character and 


state institutions, and, in fact, of the internal economy of 
the countries. The geographical positions of both England 
America render the national defence 
of secondary importance in considering the system of rail- 
roads, when compared with the requirements of commerce 
—the commercial and industrial element in the population 
of both countries is vastly the most influential. n both 


it should be put on record in our language, for the benefit of | countries, tue government’s care for the public welfare is 


narrowly limited. The furtherance of personal interests is 
left to the individual, the advancement of common interests 
to the narrow circle of those immediately concerned. In 


of the portion of this document which is of general applica- | both these instances, the great independence and capacity 


for action of the individual] gives the widest scope to private 





ARGUMENT FOR THE BILL CONCERNING THE ACQUISI- 
TION BY THE STATE OF SEVERAL PRIVATE RAILROADS. 
THE PAST RAILROAD POLICY OF PRUSSIA, 


sary. 


transportation establishment under government control, 





when new fire-boxes or crown sheets are needed. It was 


the country into one enormous net of iron roads, connected national 
together for the facilitation of travel and forming a single | is of grave importance, the influential, if not paramount, 


was, under the former condition of the Prussian code of rail- 
road laws, incapable of expression. Although the nature of 
railroads as public highways was never ignored, and is| these circumstances point tothe government as the most 
indeed plainly affirmed in the law of Noy. 3, 1838, yet their | suitable conductor of enterprises, particularly as the political 
real importance as great highways for the movement of ' constitution of Germany presents grave difficulties to private 


initiative, and renders the intervention of the government 

superfluous. It may thus be understood how private rail- 
road management, in spite of the efforts made of late years 
| to combat the theory, is thus credited with being most favor- 


The present condition of railroad affairs in Prussia renders | able to the perfection of railroad development. 
the my of the State railroad system absolutely neces- 
he idea of consolidating the whole of the railroads of | have —— changed the direction of development. The 


It is otherwise in Germany, where different conditions 
efense, which, owing to the geographical situation, 
military and official element in the population, the fostering 


care of the government for the public welfare in every de- 
partment, the lesser effective capacity of the individual—all 
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railroad undertakings. As early as Nov. 3, 1838, this view 


occurred to the revisors of the law resulating railroad enter- 
prises, and they were only influenced by political considera- 
t’ons then existing, and ignorance of the importance and fi- 
nancial range of railroads, in giving scope to private 
railroad ventures provisionally. Formed by circum- 
stances, state railroad management has manifested 
a more vigorous development as compared with pri- 
vate railroad management. Until the year 1850 the rail- 
roads in Prussia were under private control exclusively, with 
or without financial assistance from the government ; from 
that period, with the removal of the beforementioned politi- 
cal difficulties, the government makes its appearance as a 
railroad proprietor, partly by building or purchasing on its 
own account considerable lines of railroad (often because no 
capitalists could be found willing to take up the enterprise) 
and partly by assuming the management and control o 

rivate railroads for account of the owners. Thus we find 
»y the side of the private railroad ‘management 2 state rail- 
road property of growivg proportions, though not formed 
into any system. Out of this confused state of affairs arose 
gradually the so-called ‘‘mixed system,” which owed its 
origin to the efforts made to transform this disjointed, un- 
systematic condition of the state railroads into a well ar- 
ranged and serviceable transportation system of leading 
lines, securing to the state a controlling influence in the con- 
duct of transportation. The necessitous condition of certain 
private roads, in themselves eminently unfitted for private 
management, as well as the liberal means placed at the dis- 
posal of the government in 1870-71, in the shape of the war 
indemnity, favored the tendency toward a well-planned ex- 
tension and constitution of the state railruad system, In this 
manner, out of the so-called ‘“‘ mixed system” arose natvral- 
ly a majority of roads under state management, bearing in 
itself the reasons for its progress, and which will eventually 
result in the final transfer of the great controlling lines of 
private railroad into government hands. According to the 
method of development which is demonstrated in the fore- 
going explanation, the pure state railroad system for all 
leading Frunien roads will be the vltimate phase into 
which the present unsettled condition of railroads will find 
its solution. 


DEVELOPMENT OF THE RAILROAD IN MODERN CIVILIZED 
COUNTRIES—TENDENCY TO CONCENTRATION, 


In order to recognize the final aim of the national railroad 
development as an absolute necessity demanded by circum- 
stances, the evolution of the railroad system in the principal 
civilized countries necessarily comes under observation. 

At the first origin of railroads, the extent of the individual 
lines was confined to a length of barely 90 to 140 miles. 
The number of these independent corporations was rapidly 
increased, however, as soon as they were found to be pay- 
ing undertakings, the rate of increase being about propor- 
tionate to the increase in mileage. The necessity for the 
establishment of direct communication between the chief 
traffic centres, by agreeing upon through trains and tariffs, 
and the consequent negotiation necessary between the differ- 
ent corporations respecting interests and arrangements com- 
mon to al], soon made manifest the difficulties connected with 
a large number of separate managements. To this came the 
experience that with the extension of the administration the 
general expenses were proportionately reduced, and the 
constantly demonstrated superiority of the lines under one 
management over those made up of a number of short roads, 
with their attendant disjointed direction, with which the 
former came into competition. In addition, therefore, to 
the extension and greater proximity of lines in the al- 
ready existing network of railroads, in addition to the cgn- 
stant starting of fresh enterprises, we find an early tendency 
to a fusion of the separate corporations into great systems. 
The nearer the construction of the network of the trunk 
lines approached completion, the more marked this tendency 
became. The avoidance of unnecessary outlay and un- 
necessary friction, and the necessity for a quicker and 
more simple agreement respecting matters common 
to the different lines interested, the formation of 
through routes for the principal currents of traffic, and last 
but not least the superior influence naturally exerted by the 
more powerful corporations over the smaller companies sit- 
uated in their vicinity, all these circumstances have assisted 
in bringing about the consolidation of ownership, conduct or 
interests, which has resulted in a diminution of the number 
of independent administrations, In the countries where the 
private railroads prevail, we find a few great corporations 
that have gradually absorbed the other smaller ones. In 
those countries where a strong state railroad administration 
has been developed side by side with the private roads, the 
government has naturally had an important share of the 
smaller roads thus absorbed. In all countries which possess 
a fully-developed system of railroads, we shall be able to ob- 
serve the gradual completion of a few great railroad sys- 
tems, beside which, with the exception of secondary 
branches for the accommodation of local traffic, no new en- 
terprise of any importance can be undertaken, Only in 
France, in consequence of peculiar events that have latel 
transpired, state railroad aletatavelion has attained a posi- 
tion by the side of the private lines that promises the possi- 
bility of a vigorous development in tie future. On the other 
hand, in Belgium, Bavaria, Baden, Wurtemburg, Saxony, 
and latterly in Prussia also, it is the government through 
which the concentration of railroads, as demanded by the 
age, is consummated. In Austria, Italy and Russia, also, we 
find that this process has already commenced, although the 
more backward state of the railroad system in those countries 
has not yet made the necessity so pressing. 

We may see therefore that from the period when the de- 
velopment of the railroads and the augmentation of traffic 
have reached a certain limit, the phenomenon of the fusion 
of the roads into one or afew great transportation systems 
makes its appearance. This appearance points unmistak- 
ably to a necessity, founded in the nature of railroad op- 
eration and the requirements of railroad traffic, of a single 
administration within a certain district. Whether this con- 
solidation be left in the hands of private companies, or 
whether it be undertaken by the government, we must 
acknowledge that we have on one side the advantages that 
accompany unity of operation and administration, on the 
other the disadvantages that experience shows division and 
diversity in the railroads bring with them, both operat- 
ing in furtherance of the realization of the constantly grow- 
ing tendency to consolidate the lesser with the more im- 
portant enterprises, and bringing us nearer the final object; 
the formation of one grand system of invercommunication 
under a single direction. 

GOVERNMENT PROTECTION OF SUCH PUBLIC INTERESTS AS ARE 
AFFECTED BY THE RAILROADS, 

The railroad laws of all countries are founded on the ex- 
perience, that the most important public interests are affected 
by railroads, and the responsibility of the protection and 
advancement of these interests rests with the government. 
For this reason we find imposed on the roads, with their 
legal privileges, a number of obligations respecting their 
construction, operation and administration, by which the 
otherwise free inclinations of the proprietors are limited in 
the public interest. In all legislation the railroads are, 
therefore, placed under the supervision of the state, the 
officers of which are granted well defined and regulated 
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authority for the protection and preservation of public in- 
terests. None of these legislative measures has been limited 
to this indirect supervision by the state however; in every 
case, in addition to providing for the careful regulation of 
the railroads in their relation to public interests, the idea is 
foreshadowed that this regulation may not suffice for the 
purpose intended, that at the same time some other 
way must be kept open by which the govern- 
ment may provide effective protection to the public 
interests; that their future development may demand in- 
stead of the indirect supervision the direct administration of 
the railroads by the government. In all laws relating to 
this subject, from the earliest initiation of railroad enter- 
prises, the idea has been incorpora and is expressed in 
many different ways, that the possible acquisition of all 
roads must be reserved as a government right, whether it be 
arranged by act of legislature, or in return for several 
privileges granted, that on the expiration of the concession,* 
after the lapse of a certain time, the line is to become govern- 
ment property; or whether it may have been stipulated that 
after a certain stage of development of the separate private 
railroads has been attained, the government shall have the 
right to acquire them on payment of a previously determin- 
edsum of money. To be sure, these arrangements have, so 
far as is known, not yet been practically carried out, either 
because the stipulated period of time has not yet elapsed on 
the expiration of which the government rights come into 
effect, or because the legal or agreed conditions respecting 
the means of acquisition have not proved advantageous to 
the interests of the government. 

In spite of this, the experience of the inadequacy of state 
supervision for the protection of public interests concerned 
has caused the question of the advisability of transferring 
the railroads to the government to be by degrees raised uni- 
versally. In the proceedings of the legislative bodies and in 
the reports of investigatiuns instituted by governments, in 
discussions in the public press, and in countless pamphlets 
and treatises, this same question has been the subject of ex- 
haustive discussion, Already we find 1n the railroad policy 
of many of the European countries a tendency by appropri- 
ate acquisition of private roads to placing railroads in the 
hands or under the predominant influence of the govern- 
ment. Recent events in Bavaria, Saxony, Belgium, France, 
Italy and Austriat have shown in the national policy the 
extent and importance of this tendency to turn the railroads 
over to the state. In Prussia this policy has been encouraged 
by the great extension of the state railroads of late years 
and the approval of last year’s Parliament, and it only re- 
mains to be determined what time shall be fixed for the 
completion of the system. 

It is evident from the foregoing that, in legislation, in the 
current of popular opinion, and in the policy of the different 
states, the opinion is being urged more forcibly than ever, 
that rafironds are of such extended and constantly increas- 
ing importance to public welfare that they cannot be per- 
manently abandoned to private management, but should be 
placed in the hands of the government. 

In the development of the railroad system, as we have en- 
deavored to explain above, the following appear unmistak- 
ably as the ends which it is expected to attain: 

1. Complete unity of administration and operation within 
a certain commercial district with government boundaries. 

2. Direct attention by the government to public interests 
which do not permanently find sufficient furtherance an 
protection where the railroads are in the hands of private 
corporations whose object is gain. Just as clearly as we find 
these aims expressed in the foregoing explanation of the de- 
velopment of a railroad system, are they manifested, on 
close observation, in its peculiar nature. 

e exigencies of railroad management and the commerce 
these roads are expected to foster demand the consolidation 
of the owning, administering aud operating powers into one 
paramount authority. Meanwhile, with the growing im- 
portance of the public interests depending upon railroads, the 
matenneey of private management and state supervision be- 
comes daily more obvious, so that the problem of taking the 
chief management of inland railroads into its own hands is 
imperatively forced on the government. 

(TO BE CONTINUED.) 


Erie Canal Tonnage. 


As usual, the opening of navigation on the canals of this 
state has occasioned many exaggerated statements with ref 
erence to the canals, the number of boats employed on them, 
and their tonnage. The following, taken from an article in 
yesterday’s New York Herald, announcing the resumption of 
business on the water route, is a fair sample: 

‘** At the Atlantic and Erie basins, and on the Jersey side, 
boats have been undergoing repairs and put in readiness, 
giving those localities a busy and lively appearance. During 
the past winter over six thousand canal-boatas laid up in this 
city. Most of these have already gone up the river, ninety 
having started for Troy on Saturday night. The remainder 
are loading and being towed from their winter quarters as 
fast as possible, and will soon be trailing up the river for the 
first trip. It is estimated that between now and the 10th 
of next month there will be 10,000 boals on the Lrie heading 
for Buffalo. Returns show that there are over five million 
bushels of grain in that city awaiting transportation to tide- 
water. Thislarge amount is being constantly increased by 
shipments from the West, and promises to keep the boats 
busy during the entire summer.” 

It the above means anything, it means that there will be 
10,000 boats headed toward Buffalo on the Erie Canal in a 
few days in search of grain cargoes at this port. How very 
wide of the mark this is will be seen by the presentation of a 
few facts. Canal-boats are subjected to inspection and 
rating by insurance companies just as any other class of 
vessels is. Consequently, no boat that will not rate up to 
third-class is insurable fcr grain-carrying purposes. The 
Canal Insurance Register, which is prepared for the bene- 
fit and guidance of underwriters, and is therefore good au- 
thority, gives the following as the total number of boats in 
each classification on Jan. 1, 1870, 1876 and 1880: 


Class. 
—-—---——— Total Total 
Ist. 2d. 3d. No. Boats. Tonnage. 
a sean se 901 643 2,503 570,084 
BED. coves cece ono COS 486 56S 1,780 405,840 
Ps dsp envewecw” bs 646 706 570 2,031 469,181 


It is apparent from the above, therefore, that at no time 
in the past ten years the number of grain boats navigating 
the canals of New York state has exceeded 2,503, while at 
the beginning of this year there were only %,031 insurable 
for this service. But it must be borne in mind 
that of the number now commissioned as grain-carriers, 
there are from 200 to 300 employed about New York Har- 


bor as lighters, trading on the Sound, up the North River, | 


and through the Southern canals to Philadelphia and Balti- 
more. From 400 to 500 belong on the Northern canals, and 
about 200 more are employed in the interior trade and never 
come to Buffalo; so that the entire grain business from 

* In most European countries one of the provisions of railroad 
charters is that after the expiration of the period of concession 
(which in France is 100 years) the toad shall become the property 
of the government.—TRANSLATOR. 

+ They will be found elsewhere treated as a separate subject. 


Buffalo to the East is transacted by from 1,000 to 1,200 
boats. This statement will doubtless create considera- 
ble surprise among those not familiar with the subject 
and will probably be received with some _ grains 
of allowance in commercial circles. Nevertheless, we 
maintain that in no year since 1870 have as many 
as 1,800 boats been enga; in carrying grain from 
this port to the eastward. ne following statement show- 
ing the amount of grain exported from Buffalo by 
canal in each year since 1870, the number of boats car 
rying 7,600 and 7,700 bushels, and making six trips a sea- 
son, that would be required to transport the amount of grain 
shipped, and the average season rate on wheat, is sufficient 
evidence on this point: 


Grain, No. of Freight, 
Years. bushels. boats, cents. 
EES PSE seneee eee 29,430,881 645 11.2 
SEES p'tpeeduueaviecvesect: sin vada ee 1,057 12.6 
RT ANGae- ceeu ec ee ac os eae 48,474,389 1,063 13.1 
Cres. 5254%s14h060000 cima sain 50,523 312 1,108 11,5 
AT oe 0peebopene ane 40,986,834 89D 10.1 
Serre 75 8.0 
St oso sanessakcrsssstaicees Ge 606 6.6 
Se wabsccccspbbpad>s od evacwnies 44,101,689 955 7.4 
NE 3 ceeeeee-s 08,567,794 1,268 6.0 
RRR on 53,892,142 1,167 6.8 


For the entire period covered by the above the average 
number of boats employed in the Buffalo grain trade was 
less than 1,000, But, as the Herald suggests, the prospect 
this season is excellent, 20,122,000 bushels of grain being in 
store at the Western lake ports now and 8,778,000 bushels 
here, and it is probable that a larger number of boats will 
start West at the opening than usual Instead, however, of 
the fleet numbering 10,000, as stated by our metropolitan 
contemporary, it cannot possibly exceed ten or twelve 
hundred,—Buffa'o Commercial Advertiser 


Steam on the Canal. 


In his forthcoming report State Engineer Seymour will 
devote considerable attention to steam propulsion on the 
canal, and will give the results of his observations on his 
trip from Buffalo to New York last Summer, on the steamer 
Emma. Mr. Seymour believes that steam is a success with 
the canal in its present condition, but that it could be made 
a still greater success, and that transportation could be re- 
duced about a half, by making certain comparatively inex- 
pensive improvements, These have been frequently referred 
to by Mr, Seymour before, but in his report for 1879 he will 
take occasion to emphasize their importance, and to show 
how much the value of the Erie Canal can be enhanced by 
the general introduction of steam. 

In giving his reasons for making the tour of observation, 
Mr. Seymour says : 

** Believing that a careful test of the ecomoiy of moving 
grain by the Illinois system would be of use in solving the 
epee = of canal transportation, and being anxious to learn 

»y experience just what the obstacles are in the way of all 
boats navigating the canals, I made arrangements with Cap- 
tain Hathaway, of the steamer Emma, and her 
consort, to carry from Buffalo to New York the 
engineers in my department and myself, with the 
apparatus necessary to determine the power developed by 
the engine, the velocity of the currents, andsoforth, * * * 
The Emma and her consort, the Hathaway, were loaded with 
wheat at Buffalo on the morning of July 11, the former 
having 7,300 bushels, or 217 tons, and the Hathaway 7,800 
bushels or 234 tons. They were examined by the official in- 
spector at Buffalo and Black Rock, and the draught found 
to be exactly six feet.” 

No special facilities were given the Emma and her consort 
on this trip, Mr, Seymour desired to see the results of a 
practical application of steam to an Erie canal-boat, with 
the Dlinois coupler-attachment, under ordinary circumstan- 
ces, and the record of the voyage shows that 1 wasan ordin- 
ary run and nothing more. Low water and seed-grass were 
encountered, and vexatious delays at locks were experienced, 
The detentions for lockages aggregated 26 — hours 
and 51 minutes; for low water, 8 hours and 21 
minutes; for supplies, 2 hours and 42 minutes; 
and on account of experiments, 2 hours and 40 
minutes ; and in the river for supplies, 1 hour and 3 minutes, 
and on account of experiments, 1 hour and 20 minutes, 
making the total running time 8 days and 12 hours, or, in- 
cluding lockages, 9 days 14‘; hours, This is nearly one 
third less than the average running time of horse-boats, 
The consumption of coal on the trip aggregated 87.10 tons, 
In brief, Mr. Seymour estimates that two boats operated 
with the Illinois coupler and propelled by steam, could make 
nine trips a season for $500 less expense than boats towed 
by horses can make seven, 

If the Engineer is correct in his calculations, it is clearly 
for the interest of every boatman to make the change from 
horse-power to steam-power as soon as practicable ; for, 
with the latter, the cost of operating is reduced, while the 
revenues are materially increased. The great impediment 
in the way of this change, however, is its first cost. This is 
quite an item, and would probably average about $2,800; 
but if the cost of the mules or horses necessary to 
navigate two boats, with their harness and other 
equipments, is deaucted from this bill, as it should be 
to make a fair exhibit, the cost of converting two first-class 
lakers into a steamer and consort would not exceed $1,500, 
The difference in the net earnings of the boats under the 
two systems, as matters now stand, will nearly wipe out this 
item in one season. But with the introduction of steam the 
up-movement of merchandise by canal would largely in- 
crease and the earnings of steamers would be materially 
augmented thereby. ; 

But probably the most interesting part of Mr. Seymour's 
report is that which shows the speed of the steamer Emma, 
and the consumption of fuel depended on the depth of water 
in the channel. The canal from Buffalo to Lockport is 9 ft. 
deep, and from Lockport to Rochester the average is nearly 
Sft. The average time of the Emma and her consort be 
tween these points, after deducting the effect of the cur- 
|rent, was 2.2 miles an hour, with an eypenditure of 

fuel of 25.7 pounds to the mile; while from 
| Clark’s Bridge to the Richmond Aqueduct, where the water 
| was less than seven feet deep, the speed was only 1.7 of a 
| mile an hour, and the coal burned was 52.8 pounds per mile, 
or 30 per cent less speed, with more than twice as much 
lfuel. If the canal throughout its entire length was as 
deep as that part between this city and we 

the speed could be increased enough to save a ful 
|day on each trip with the same consumption of coal. 

By using the waste water as a power to draw boats into 
the locks and out again, Mr. Seymour thinks that thir 
teen hours more could be saved on each trip. In other words, 
| he believes that by deepening the canal a toot and iftroduc- 
ing power at the locks a day and a half could be saved each 
trip, which would enable steamers to make two more trips 
a season than at present, and horse-boats one. Now all 
these improvements could be made for a comparatively 
small outlay of money. It is certainly to be hoped that the 
Superintendent of Public Works will make his improvements 
and repairs with the design of ultimately giving to commerce 
an eight-foot canal with power locks. —Buffalo Commercial 
Advertiser. 
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EDITORIAL ANNOUNCEMENTS. 





Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Advertisements.— We wish it distinctly understood that 
we will entertain no ition to publish anything in 
thie journal for pay, EXCEPT IN THE ADVERTISING COL- 
umns We gtve in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our réaders, Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 





Contributions.—Subscribers and others‘ will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of sulyects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
poolety annual reports, some notice of all of which will 
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RAILROAD EARNINGS IN MARCH. 


Our table has reports of earnings for March for no 
less than 58 railroads, which worked in the aggregate 
this year 29,939 miles of road, which is about 35 per 
cent. of the total mileage in operation in the United 
States. Of the whole number there are only two (the 
Central Pacific and the International & Great North- 
ern) whose total earnings were not larger than in 
March of last year, and only three which have smaller 
earnings per mile of road, although the aggregate 
mileage of the 53 roads has increased 9 per cent. in the 
The increase in aggregate earnings has been 
more than $5,000,000, or 30 per cent., and the average | 
earnings per mile of road have increased from $610 to| 
#713, or about 19 per cent.—the largest increase yet | 
reported. Many of the roads show a vast improve-| 
ment—four an increase of more than 100 per cent. | 
in total earnings, while those which have an _ in- | 
crease of 5) per cent. or more in earnings per| 
mile of road number no less than eight, including the | 
Cairo & St. Louis (increase 53 per cent.), the Canada | 
Southern (81), Chesapeake & Ohio (6815), Denver, South | 
Park & Pacific (173), North Wisconsin (97), Peoria, De-| 


catur & Evansville (106), the main line of the St. Louis, | 
Alton & Terre Haute (55), and the Wisconsin Valley | 
(90 per cent). Most of these roads have still light earn- | 
ings per mile, and all but two are much below the av-| 
erage, so that the improvement in many cases is at- | 
tributable partly to having very poor earnings last | 
year. One, however, thelittle Denver, South Park & 








vear. 


| activity, which stimulates the local traffic. 


38 | do, Peoria & Warsaw has gained 40.7 per cent. in earn- 
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York rate of 20 down to 15 cents; this year the rate 
was 35 cents for grain throughout the month, and | 
the traffic was large without example. It was to be| 
expected, therefore, that there should be a great | 
increase in the income from this traffic. It is seen | 
best in the increase of 80.7 per cent. of the earnings 
of the Canada Southern, which has little except through 
traffic, and one of 35 per cent. in the Cleveland, 
Columbus, Cincinnati & Indianapolis, about 80 per 
But the trunk lines 
themselves have not profited so much as might have 
been expected from the increase, the New York Cen- 
tral earning 15.4 and the Pennsylvania 25.9 per cent. 
more than last year, while the business of the latter 
must have been greatly increased by the activity in 
the iron business, and of both by the greater general 
The roads 
which seem to have profited most by the better through 
rates are those west of the trunk lines, and especially 
those crossing Illinois south of Chicago, whose traftic 
is largely from pro-rating points, such as Peoria, Han- 
nibal and St. Louis, and whose whole traffic is very 
greatly affected by the through rates. Thus the Tole- 


cent. of whose freight is through. 


ings per mile, the Indiana, Bloomington & Western 
44,2, the Wabash (which, however, has so changed 
since last year, and has so much of its lines west of the 
Mississippi that the comparison has little value) 17.2 
per cent., the St. Louis, Alton & Terre Haute main line 
55.3 per cent, This indicates that the maintenance of 
through rates is of much greater relative importance 
to roads of this class than to the trunk lines or any 
other railroads. Their harvest, however, is likely to 
be confined to the winter and fall—or, to speak more 
exactly, to the times when lake navigation is closed or 
lake rates high. Last March, with lake navigation 
closed and rail rates much higher than usual of late 
years, the rail grain movement, as we have shown 
heretofore, was the largest ever known in a single 
month. The average weekly shipments from seven 
Northwestern markets during that month were 3,740,- 
000 bushels, besides large quantities from smaller 
interior stations. This month, since navigation is 
opened, the rates have been reduced one-seventh 
and the rail through shipments more than one 
half, to 1,500,000 bushels a week or less. It is probable 
that the class of east-and-west roads just mentioned 
will suffer most from this, and that those which carry 
from the same territory to the lakes, and especially to 
Lake Michigan, will gain by it. 

” Six railroads in the list are chiefly engaged in carry- 
ing produce to Chicago (or Milwaukee). These have in 
the aggregate 6,929 miles of road, which is nearly 15 
per cent, more than they had last year; their aggre- 
gate earnings are 351; per cent. larger than last year, 
their earnings per mile of road having increased from 
$444 to $521, or 15 per cent., which is below the 
average rate. This is accounted for because the 
proportion of new road here is much greater than the 
average—15 per cent, against 9—and this new road is 
mostly in new country. 

Four roads are chiefly engaged in carrying to St. 
Louis ; these have 1,430 miles of road only, and 16 per 
cent. more than last year. Their aggregate earnings 
have increased 42.8 per cent., and their average earn- 
ings per mile from $417 to $512, or 23 per cent. There 
is but a small proportion of the roads carrying to St. 
Louis that can be included, even of those that report. 
The large system of the St. Louis, Kansas City & 
Northern is now included with that of the Wabash, 
whose chief business is not carrying to St. Louis, 
though it does carry there a great deal of farm produce 
from points east of the Mississippi even; and the 
Chicago & Alton must continue to be considered 
chiefly as a carrier to Chicago, though it is now an 
important carrier to St. Louis from the West, as 
it always has been a considerable one from 
the East. Moreover, like the other roads from St. 
Louis to the east, the main line of the St. Louis, 
Alton & Terre Haute carries a good deal of grain, etc. 
to St. Louis, which is not the case with the roads from 
The trans-Missouri roads are rep- 
however include a} 
Of these the | 

| 
| 
| 
| 








Chicago eastward. 
resented by three lines, which 
very large proportion of the whole. 
Union Pacific (now including the Kansas Pacific and 
branches) shows an increase in earnings per mile of 31 
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more than last year. Their aggregate earnings are 4814 
per cent. more than in March last year, and their aver- 
age earnings per mile of road have increased from $289 
to $418, or 4414 per cent. It should be noticed, how- 
ever, that these roads had very light earnings last year 


| (not one-half—47 per cent.—of the average of the roads 


reporting), and still have light earnings this year 
(about 58 per cent. of the average). They seem, how- 
ever, to have improved more than any other class of 
roads except the east-and-west lines south of Chicago. 
Herewith we give a table showing the earnings per 
mile of road in March for the past five years for several 
For 17 roads these March earnings are given for 
the last five years, for 22 for the last four years, and for 
25 for the last three years. Only two out of 25 roads 
had larger earnings per mile in 1879 than in 1878; and 
likewise only two out of 25 had them larger in 1878 
than this year, Only one out of 22 had larger earnings 
in 1877, but four out of 17 had them larger in 1876. 
Twelve of the 17 roads that report for the five years 
had larger earnings this year than any of the four pre- 
vious years. 
March Railroad Earnings per Mule of Road, 
1876. 1877. 1878. 1879. 1880. 


roads. 


Atch., Top. & 8. F..... . $205 $266 $376 $569 $580 
Bur., C. R. & North...... oe Bae 199 295 258 383 
Cairo & St. Louis............ 135 142 136 135 206 
Central Pacific........ ..... 879 750 594 587 535 
Chicago & Alton............ 560 510 527 483 717 
Cisle. & Maat. TM. ... «2.5 coe secs a 368 422 555 
Chic., Mil. & St. Paul....... 359 334 469 357 382 
2 Pree 433 526 513 609 
Cleve. Mt. V. & Del,....... ... 187 194 178 231 
Hannibal & St. Jo.......... 469 553 549 726 741 
Pe, GO, GE Mlcsccassccceccs 4 590 514 492 460 544 
Ill. Cen., in lowa.... ... 405 284 332 328 360 
Ind., Bloom. & West.. . és oii 461 380 548 
Int. & Gt. North..... sese BOL 217 104 237 224 
Louisville & Nash.. ..... 406 440 448 433 542 
Mem., Pad. & North m.! 125 161 109 156 
O., eM. & DOR. cos sces 207 315 301 286 419 


Mobile & Ohio... , ‘ 284 263 315 309 333 
Te 4 Rare ‘oes 155 145 120 160 
Pennsylvania borhue ods ,457 1,517 1,815 
Phila. & Reading.... ... 1,182 869 1,301 1,574 
, A. & TY. H., Belle 


_ 


St 

WEDGE noi was cdes aecc 695 612 548 632 770 
8. L., 1. Mt. & So........ . 403 512 502 516 658 
Scioto Valley............. isu ‘ 185 246 280 
Tol., P. & Warsaw........ 307 309 459 385 542 
Wabash, St. L. & Pac.... . 523 575 538 631 


It is probable that March will prove to be a more 
favorable month than those which follow it. For all 
through traffic from the West to the East north of tne 
Ohio it was a month of extraordinary traffic and good 
rates, while in the corresponding month both in 1879 
and 1878, though the traffic was large, the rates were 
extremely,low. Now the difference between the rates 
last year and this will probably be less hereafter, be- 
cause last year they had gone nearly as low as they 
could go (but not quite as. low as they did go) 
as early as the end of March, and at _ the 
very low rates the railroads got more traffic than 
they will be likely to get this season while uavi- 
gation is open. Indeed, the comparison between the 
gross earnings from through traftic hereafter will prob- 
ably not bea good criterion of the actual improvement 
in business, because the large business of last year 
before August was done at a loss, and however small the 
business may be this year (and it promises to be very 
fair and not very much smaller than last year), it will 
be made to yield a profit. The lakes and canal, how- 
ever, as usual, are likely to carry most of the grain, and 
the whole railroad through traffic will be much smaller 
than before April, so that even an increase of the 
same percentage in the earnings from it would be a 
much smaller sum. How much smaller the through 
east-bound traffic will be may be judged by the fact 
that while in March the average weekly rail shipments 
from Chicago were the enormous amount of 71,200 
tons, for the last two weeks they have been 35,000 and 
33,000 tons respectively, which is certainly a very hand- 
some business, but of course cannot yield earnings 
like the March traffic. 

For thethree months ending with March, our table 
has reports from 52 roads. These had this year 30,861 
miles of road and 8.9 per cent. more than last year. 
With this increase of mileage their earnings were in- 
creased 27,4 per cent.—equal to $13,302,047. In aver- 
age earnings per mile of road the increase was from 


| $1,711 to $2,001, or 17 per cent., and this with a very 


large mileage of new railroad, most of which must have 
very light earnings this year. Of the 52 roads 
International & Great Northern, 
earned more last year than this, and only three 
had larger earnings per mile then. No less than nine 
roads show an increase of more than 50 per cent in 


only one, the 


Pacific, has what would be called large earnings per) per cent., and the Atchison, Topeka & Santa Fe one | earnings per mile, and on 17 more the increase is more 


mile almost anywhere, exceeded this month by only | 


of 2 per cent. Considering the long extension of this | 


than 25 per cent. Among those that report, the Den- 


three of the railroads that report—the New York| latter road through a very thinly peopled country, it | ver, South Park & Pacific appears for the first time. 


Central, the Pennsylvania, and the Philadelphia & | 
Reading. The cause is that there is a great rush of | 
passengers and freight to Leadville and the mining dis-_ 


| 


is surprising that it has been able to keep up, not to 
say increase, its earnings per mile. They are fully up| 


, . P : } 
to the average of American railroads (which for the | 


This little narrow-gauge road, in a country where 
three years ago there could hardly have been traffic 
enough to enable it toearn a hundred dollars a month 


tricts beyond, and that this road gets the bulk of this| last year reported was $6,210, or at the rate of $517 | per mile, reports $3,234 per mile earned in the first 


traffic at very remunerative rates. 

There are six roads reporting which have a large | 
share of through trunk-line traffic. Last year this 
traffic was carried at rates based on a Chicago-New 


per month). 


three months of this year—twice as much as the Chi- 


The very great improvement of the lumber roads, | cago & Northwestern and three times as much as the 


which we have heretofore noted, continues. Five lum. 
ber roads report, with 926 miles of road—5,2 per cent, 


Chicago, Milwaukee & St. Paul earned per mile, and 
exceeded only on four of the 52 roads reporting—the 
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New York Central, the Pennsylvania, the Philadelphia 
& Reading and the Northern Central. 

Among reports rarely published will be noted those 
of the Canada Southern, whose traffic is almost all | 
through, which has earned 64 per cent. more than last 
year; of the Chesapeake & Ohio, which has been able 
to do a very considerable through business between | 





the East and the West this year, the rates on the direct | 


all-rail routes being maintained, so that with the dis- 


soliciting business; and of the Northern Central, which 


| 
| Square Garden, which fell on the evening of April 21, 
count from regular rates necessary to secure traffic it | will be of special interest to many of our readers, from 


could still make profit enough on it to render it earnest in | the fact that the construction of roofs of various kinds 


has become a great carrier of grain, etc., to Baltimore, | 


forming the outlet to that city not only from the vast 
system of the Pennsylvania, but from the Vanderbilt 


| span, it will be seen, was, in round numbers, 40 ft., 


roads also, and shows a larger percentage of increase | 


in earnings than either the Pennsylvania or the New 
York Central. For the three months the two latter show 
nearly the same percentage of increase; but the Cen- 
tral had nuch the greatest gain in January, while the 
Pennsylvania has gained fastest in the other two months. 
The three Canada roads show very different rates 
of increase, while the Canada Southern’s gain, as we 
have mentioned, was 64 per cent., that of the Great 
Western, which is its near neighbor, was but 11 per 
cent., and the Grand Trunk’s was 24 per cent. It 
should be remembered that the Canada Southern is 
nearly all main line, and that the other two roads are 
great systems with a very much greater proportion of 
local traffic, on which the rates have probably been 
little if any increased. The seven roads which have 
most of the trunk-line traftic with very nearly the 
same mileage earned 19.8 per cent. more than last 
year, and their average earnings per mile increased 
from $3,314 to $4,070, or 23 per cent., while the aver- 
age of all the roads reporting has been 17 per cent. 
Here, as in the earnings for March, the immediate 
Western connections of the trunk lines seem to have 
profited more from the maintenance of east-bound 
rates than the trunk lines themselves. 


What was said above as to the future of earnings 
may be recalled here. With the opening of naviga- 
tion the course of them always becomes uncertain for 
a great many roads east of the Mississippi. 
pend to a considerable extent on the rates that may be 
made by the lake vessels and canal boats until after 
harvest, and the harvest determines to a great extent 
both rates and traffic after July. There is probably at 
this time as much traffic in Western produce to be 
moved as there was last year, and shipments westward 
are a great deal heavier. One element which will af- 
fect considerably the earnings of the trunk lines and of 
several other roads is the foreign immigration, which 
has begun on a great scale and bids fair to be the 
largest ever known. It is probable, too, that passen- 
ger traffic will be generally larger this year than in 
any other since 1876; thuugh this expectation is based 
on the greater general prosperity and not on any re- 
ports of earnings. But the great element that will af- 
fect the earnings of the remainder of the year is the 
coming harvest, concerning which little can be foretold 
at this date. 





| beam, as indicated by the irregular line at C’, the two 


| apart about °, in., showing that the nails yielded un- 


They de- | 





Should the yield be good, we will be sure | 
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ROOF OF MADISON SQUARE GARDEN. 


cannot be expected that these favorable circumstances 
will prevail hereafter. There will doubtless be seasons | 
when the railroads will be compelled to carry grain at | 
a slight expense over the bare cost of handling it, 
and next year may be one of them, 


THE ROOF OF MADISON SQUARE GARDEN. 


The causes of the failure of the roof of the Madison 





forms so important a part of railroad engineering. 
The engraving herewith represents one of the roof 
trusses which fell, and a plan of the lower chord. The 


and the height of the truss in the centre, 6 feet. The 
main rafters were 8 X 6 and the lower chord or tie- 
beam was made in two parts, each 8 x 8 in. One of 
these parts consisted of two pieces butted together in | 
the centre at B. The other was made in three pieces, 
butted together at Aand A’, A splice piece was nailed 
over the joint at B in some of the rafters ; but after they 
fell it was difficult to tell whether such pieces were 
nailed to all of them. The pieces forming the tie- 
beams were simply nailed together, and we believe it 
was to this insecure way of fastening that the fall of 
the roof was due. It will be seen that it had compara- 
tively little rise in the centre. The purlins, too, were 
unusually heavy (the covering of the roof was of paper 
tarred), so that the thrust of the rafters, and the conse- 
quent strain on the tie-beam, was very great. It will be 
noticed that between the joints A and A’ the whole 
tensile strain due to the horizontal thrust of the rafters 
had to be resisted by the nails which held the two 
pieces together between these two points. These nails 
were subjected to a shearing strain. All the rafters 
which fell were broken through the centre of the tie- 


halves of each rafter being intact. On examination it 
was found that the joints at A and A’ were drawn 


der the strain, and thus allowed the tie-beam to stretch. 
When this occurred there was of course nothing to 
sustain the rafters, and all their weight and that rest- 
ing on them had to be supported by the tie-beam alone, 
which was then, of course, broken in two in the centre. 

The wonder to any engineer who examines the roof 
will be that its builders were able to make it stand up | 
at all, and that it did not fall down before the roof 
was covered, The braces, it will be seen, were simply | 
nailed to the rafters and the tie-beams, and were ar- | 
ranged in the most ignorant and stupid fashion, and 
evidently the designer of the roof, if there was one, 
had no idea at all of the purpose which those braces 
are intended to fulfill. 

There is no language expressive enough to describe 
the brutal, blundering stupidity of the whole con- 
struction. It would seem as though those who built | 
it did not know enough about the strains to which a | 
structure of this kind ‘is subjected to tell whether) 
that on the tie-beam was one of tension or compres- 
sion. The roof was made so that the tie-beams, which | 





of an immense traffic ; but should there be a good crop | were subjected to a tensile strain, were only suited to 


in Europe also, then prices of grain would be | 


quite sure to be very low, and all the car- 
riers would have to accept low prices for carry. 
ing it. The past crop-year was a remarkable and 
doubtless an exceptional one. There was at once im- 
mense crops and high prices, conditions which are very 
favorable to good rates of transportation, and these 
have been secured so far for nearly the whole period 
since the new crop began to come forward freely. 
However complete the codperation of the railroads, it 


resist one of compression, whereas the rafters, which | 
were compression members, would safely have with- 
stood a very great strain of tension. 

It is safe to say that if the two parts of each tie- 
beam had been bolted together with a dozen °,-inch 
bolts, which would ,have cost less than a dollar for | 
each rafter, the accident would not have happened, 
but unfortunately those who built the roof, or had it | 
built, were too ignorant or indifferent to the safety of | 





life to go to the expense. 


‘no value whatever is assigned to it 





that 





The daily papers have been discussing the question 
of the responsibility for this blunder with a good deal 
of indignation, and generally have vented their wrath 
on the inspectors of the Building Department for 
permitting such a structure to be erected. This 
indignation is not misplaced, but what shall be said of 
the owners of the building: How did it happen that 
work of this importance was intrusted to persons 
without any knowledge of the most elementary prin- 
ciples of construction? The building has been used 
for a number of years for public entertainments, and 
is frequently filled with immense crowds of people. 
A warning was given a year or more ago by the fall of 
a gallery during a walking-match, and several persons 
were then injured. The additional story which was 
added to the Madison avenue front, and which was 
covered by the roof which fell, was at any time liable 
to be filled with a dense crowd, Under these circum- 
stances it would seem to be the plain duty of the own- 
ers to employ some person competent to design a 
structure of sufficient strength for the purposes for 
which it was intended, Now what kind of men were 
employed? The construction of the roof will be the 
answer, Further, when the owners of the building 
made the contract with the parties who did the mason 
and carpenter work, were any precautions taken or 
stipulations made to secure its safety, and if not, why 
not? Did the owners say to the contractors, ** How 
much will you build a roof for?’ and did their silence 
imply ‘‘ no matter whether it is safe or not?” If it is 
shown that no adequate effort was made to secure its 
safety, a terrible responsibility will rest on those who 
neglected their obvious duty. But it will be said by 
those people, as they are already reported to have said, 
that *‘ responsible men were employed to construct 
the improvements, and the plans were approved by 
the proper authorities.” Just what is meant by re- 
sponsible men is not clear, Their work proves that 
they were grossly ignorant or criminally careless, and 
if the approval of the authorities referred to of any 
plans which are submitted will relieve the owners of 
buildings of the duty of making sure that they are 
safe, the sooner those authorities are deposed the bet- 
ter for the public. 

It will be claimed, no doubt, for those who built the 
roof, that they were practical men, which, no doubt, 
in one sense, they were ; but the calamity points out 
with terrible vividness the danger of ignoring what is 
called theoretical or scientific knowledge. The con- 
tempt which those who have the control of this build- 
ing manifest for all such knowledge is well known, 
In their administration of affairs it has no place, and 
in conducting 
the great operations of which they have charge. It is 
no wonder then that such mournful blunders are some- 
times perpetrated under the sway of their authority. 
In one of the daily papers, ‘‘a gentleman, high in 
authority,” is reported to have said that * the com- 
pany assert that it had no idea that the calamity could 
occur,” which is probably true ; but it also appears us 


|though the company were not at any pains to have 


any ideas at all on the subject. 

Since the first part of this article was written, the 
following letter has appeared in the New York Herald, 
in which the causes of the failure are set forth so 
clearly that it is reprinted entire : 

“It can be seen by the roof trusses now standing at 
Madison Square Garden that the tie-beams are, to say the 
least, of a peculiar construction, their strength not depend 
ing on the quality or quantity of timber that isfin them, but 
on the nails that splice them. In lieu of using a continuous 
beam, by a happy thought the author of this ‘construction 
spikes or nails five over-lapping seantlings together, and 
provides for a tensile strain of some six tons with a splice 
would not safely sustain one ton, Any practical 




















RRR AITO TL 


a Ee aE go 





232 








architect or builder knows that the strain on the tie-beams 


of that roof was from six to eight tons, and that good 
pine or spruce timber will sustain safely two tons to 
the square inch of its cross section in tensile strain. What 
the public want to know is why the experts of the Building 
Department have reported the failure to have been pc | 
by flaw or defect in the wood of the beam rather than by a 
plain, simple case of stupid and ridiculous construction that 
any tyro in the art of building could see ataglance. The 
fractures which they endeavor toshow to be the cause were 
transverse breaks, tc be easily accounted for in the falling of 
the trusses. The gradual drawing apart of the splices had 
evidently been going on for some time prior to the final 
crash, and gave the indications by cracks in the walls and 
oo that proved a timely warning for many that escaped. 

he strain on the tie-beams of the roof in question was ap- 
proximately six tons. The strength of the timber to resist a 
tensile strain used in the tie beam was not less than five tons 

or square inch of section, or 100 tons breaking strength. 

he method of constructing the tie did not utilize the strength 
of the timber, but simply the strength of a lap and nails, 
that a strain of a ton would render unsafe and dangerous.” 

As this correspondent points out, and as was shown 
before, the most elementary knowledge would have 
shown how unsafe a truss constructed in this way 
must be. Whenever any work of this kind is con- 
ducted by ignorant people, there will always be a 
chance that some simple principle will be disregarded, 
and a great danger be thereby incurred. It may be 
said though, that even when the most eminent engi- 
neers are employed, blunders are sometimes perpe- 
trated, and the Tay Bridge might be cited. This is, of 
course, true. The wisest men sometimes make mis- 
takes, and the utmost human skill and knowledge are 
not infallible; but it is absolutely certain that a very 
large proportion of the risks are eliminated by placing 
the charge and responsibility of important engineering 
work in the hands of men who, besides mere practical 
workshop experience, have a more or less thorough 
knowledge of the theoretical principles which should 
determine the design of such structures. At any rate, 
such blunders as that at Madison square would be al- 
most impossible in such hands. 

In this connection it would be proper to call attention 
again to the fact that the fast and heavy express trains 
on the New York Central Railroad are now without 
efficient continuous brakes, It is safe to predict a more 
or less serious accident, which would be prevented if 
the trains on that line were equipped with some of the 
improved appliances now generally used on other lines. 
The last New Hamburg accident was a very distinct 
warning, and certainly will not be the last. Can 
this company afford to wait for some more serious 
disaster, before it will adopt the means of averting 
such danger that other lines have used for years past ? 


Record of New Railroad Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Cleveland, Tuscarawas Valley & Wheeling.—Extended 
east by south to Bridgeport, O., 9 miles. 

Franklin & Pittsylvania,—Completed from  Pittsville, 
Pa., westward to Rocky Mount, 33 miles. Gauge, 3 feet. 

Missouri Pacifie.—The Ottawa Branch of the Kansas d& 
Arizona Division is completed from Osawatomie, Kan., 
west by north to Ottawa, 21 miles. 

Pennsylvania.—The Southwest Pennsylvania Branch is 
extended from Oliphant, Pa., southward to Fairchance, 2 
miles. 

Southern Pacific,—Extended from Tucson, Arizona, east- 
ward to Tombstone, 45 miles. 

This is a total of 100 miles of new railroad, making 1,006 
miles thus far this year, against 391 miles reported at the 
same time in 1879, 267 miles in 1878, and 269 miles in 
1877. 





Prices OF [RON have fallen so much within a few weeks 
as to make a considerable reduction in the cost of railroad 
construction and maintenance. But the sudden fall has not 
stimulated, but rather restricted, the demand for the present, 
for the simple reason that buyers fear that before they need 
to use the iron it will be cheaper still—just as they were 
eager to purchase, when prices were rising from week to 
week. There is a limit below which prices are not likely to 
fall, however, under the present circumstances, and that is 
the cost of importation; and it must not be supposed that 
this cost of importation is likely to become nearly as low at 
any time this year as it was a year ago, when importations 
began to be made on a large scale. For, though doubtless a 
large and probably the chief cause of the advance in foreign 
iron has been the American demand, we cannot expect that 
the diminution or cessation of that demand will be followed 
by a recurrence to last year’s prices. The lowest price at 
which foreign steel rails have been imported, so far as we 
know, has been $55; and at that time ,the current price 
for ordinary steel rails in England and Belgium was not 
more than $22. But since that time the cost of production 
in these countries, as well as here, has increased materially : 
the iron-master has to pay a good deal more for coal, ore 
and wages; and although these will doubtless fall somewhat 
with lower prices for iron, they will fall slowly and only 
under the pressure of great necessity to the rates prevailing 
a year ago. Indeed, it must be remembered that the prices 
then were universally recognized as altogether out of pro- 
portion to the cost of production, possible only for the most 
fortunately situated works, and barely paying expenses at 
these, the others being generally closed. It is not likely 
that the foreign works will be willing or able to supply this 


ago. 

As for the domestic production, a considerable element in 
its cost was fixed for several months when ‘prices were at 
the highest. The blast furnaces that receive supplies from 
Lake Superior, and some others, we believe, make their 
contracts for ore in the winter for the whole year, and at 
the same time this year have contracted for its transporta- 
tion by lake. This year the prices for both ore and trans- 
portation were such as were justified by the winter prices 
of iron—that is, very high. Thus, with the greatest possible 


their employés, a return to last year’s prices or anything 
like them cannot be expected. Indeed, it is questionable if 
the American works will not have trouble in meeting the 
cost of importation, even with very moderate profits. They 
will doubtless do it, however, and it is probable that here- 
after imports will be very greatly diminished, and that the 
American works will substantially supply the home 
demand, though for the rest of this year the chief profit in 
the business may go to those who supply the ore and not to 
those who manufacture the iron, 


trouble again, and, according to a telegram from Chicago, 
Tuesday, is already out of it. This time, as last winter, the 
Missouri Pacific was charged with making the trouble, and 
perhaps it will be well to bear in mind that all the informa- 
tion concerning the matter comes from the other roads. 
Last winter, when there was difficulty before, the Missouri 
Pacific refused to turn over a balance due from it to the 
Chicago & Alton for excess of freight carried to St. 
Louis. By the apportionment then in force each 
of the three roads was to have one-third of 
the traffic. After much wrangling and great fear that the 
Association would be destroyed, there was a new apportion 
ment by arbitration by which the Chicago & Alton’s propor- 
tion was reduced to 25 per cent., and the Missouri Pacific’s 
increased to about 41 per cent. From this award the Chica- 
go & Alton and the Wabash appealed; but pending the 
appeal it appeared that the Missouri Pacific was carrying 
very much more than even the large proportion awarded it. 
This was effected, it is said, by giving rates on freight 
billed through from points on the Central Branch 
and Kansas Pacific roads about one-half the regular rate 
from Kansas City to St. Louis. To meet this the other roads 
announced equal rates on shipments made at Kansas City 
and other Missouri River points, and a lively war on traffic, 
from Missouri River points to Mississippi River points, was 
actually begun, the rate being reduced from 15 cents to 6. 
But Tuesday’s telegram says that a settlement was made 
that day, the Missouri Pacific restoring rates on freight 
billed through from points west of the’Missouri River, and 
the Chicago & Alton and the Wabash withdrawing their 
appeal and accepting as final the percentages of traffic 
awarded them. But it is hard to put faith in the perma- 
nency of any agreement after such a treatment of the previ- 
ous one. 


= 


The new award in the Chicago Division of the Association 
gives the Rock Island 25.35 instead of 22.26, the Chicago & 
Alton 28.50 instead of 28.38, and the Burlington 46,15 
instead of 49.36 per cent. of the traffic. 

THE ARGUMENT FOR STATE RAILROAD OWNERSHIP was 
probably never put more completely and compactly than in 
the document which the Prussian government submitted to 
the Parliament of that country last fall when it applied for 
authority to purchase a number of important railroads, with 
the avowed purpose of making the Prussian railroad system 
an exclusively state system. We begin this week a 
translation of this document, which will repay careful 
perusal, and has more significance in this, coun- 
try that might be expected, considering the fact 
that no one here thinks of making a government rail- 
road system. At this stage of the publication we will only 
call attention to two features of this argument ;{one is astate 
ment of the inefficiency of state supervision, made by a gov_ 


admirably trained corps of expert officials, who are probably 
as trustworthy a body as ever served any government. 
The other is the demonstration, which will be made 
stronger in the rest of the argument, of the great ad- 
vantages of unity of management in all those matters in 


tages which we consider incontestable. It is certainly true 


be effected, even 
by the state, we are 


at least in this generation. 
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reduction in the profits of the iron works and the wages of | 


THE SOUTHWESTERN RAILWAY ASSOCIATION has been in | 


ernment which has exercised such supervision for forty years | 
. : | 
with great thoroughness and minuteness, and through an 


which two or more roads have to work together—advan- | 


that the only way in which it is possible to get the maxi- 
mum benefit from the railroads is by working them as one 
system; and though it is questionable whether this will ever 
where the railroads are all owned} 
making decided progress 
in that direction; and there is good reason to hope} 
that the free development of the railroads in this 
country will finally result in the attainment of unity in those 
matters in which unity is required, while leaving intact the 
individualty of the separate lines in other matters—which is 
also of very great importance and advantage--which may be | 


WATER RATES are lower, the chief reduction being on the 
Canal. Lake rates are unchanged at 3 cents for corn and | tendent of the Michigan Car Works, Detroit. 
31¢ for wheat from Chicago or Milwaukee to Buffalo. One | 
of the events of the week was the shipping of three propeller 
loads of wheat to go by lake and rail, at 14 cents per bushel 
to New York and 16 to Boston. Before this, scarcely any 
wheat had been shipped by lake this season. The canal rate fell 
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country at anything like the prices they accepted a year | little by little from 614 cents for corn and 7 for wheat (the 


|opening rate) to 6 and 5 on Tuesday last. For corn 
51¢ was asked Wednesday, but a break in the canal has 
interrupted the canal movement for about a week. Ocean 
rates have been going down for about two weeks, or rather 
they began to go down about two weeks ago, and within 
about a week fell from 7d. to 414d. per bushel. This week 
shipments have been made as low as 4d., and Wednesday’s 
contracts are reported at 4d. and 44d. It now costs about 
LO cents a bushel to get a bushel of corn from Chicago to New 
York by lake and canal, against 16.8 cents by rail. With 
this difference heavy rail shipments by rail to the seaboard 
cannot be expected, at least from places near lake ports. 
But the shipment of large quantities of wheat by lake 
and rail at 14 cents, with the lake and canal rate 
11 cents and the all-rail rate 18 cents indicates that a consid- 
erable difference in rates will not prevent a rail movement 
| even in export grain. The railroads get, on this lake-and-rail 
grain, their proportion of the Chicago all-rail rates, but this 
movement is just as injurious to the railroads west of Buffalo 
| and Erie as that by lake and canal. 





THE NEW YORK FREIGHT LAW, prohibiting discriminations 
in the charges for carrying freight, passed the Lower House 
| of the Legislature last Wednesday by a vote of 81 to 82, It 
prohibits giving rates to one party lower than those charged 
| another for similar service, and no allowance may be made 
for quantity shipped greater than a car-load—that is, every 
one must have the same car-load rate for the 
same hauls. Another provision, which, in case of a 
railroad war like those of 1876, 1878 and _ 1879, 
would seriously cripple the New York roads in 
their competition with railroads outside of the state, is that 
the rate for any distance on the same road may not exceed 
that for a greater distance on the same road. The result of 
this, in case of a desperate railroad war, would be that when 
through rates were reduced below cost, the New York roads 
would have to carry all their freight without profit, while 
their rivals out of the state would be making a profit on 
their local traffic which would go far toward supporting 
them in their contest. The bill will now go to the Senate. 


| 
| 
| 
} 
| 





Standard Cars for the Vanderbilt Lines. 





In February a meeting was held in New York of the 
master car-builders of the Vanderbilt lines, for the purpose 
of establishing a standard system of cars, After fixing upon 
the general features of such cars the meeting adjourned, 
with the understanding that each of the delegates should 
build a specimen car, to be submitted for inspection at a 
a meeting to be held later. This adjourned conference was 
held last week af Buffalo, to which point the new cars were 
sent. The following account ot the meeting was furnished 
by the Secretary of the meeting to the Buffalo Commercial 
Advertiser. It will be seen that the Erie and some other 
non-Vanderbilt roads had representatives present : 

‘*The Committee visited East Buffalo yesterday (April 21) 
and examined the model cars ordered at the preliminary 
meeting. The New York Central showed a local box, a 
stock, a cattle, a 34-ft. star lumber, a 20-ton flat, a gondola, 
and a 4-wheel box-car; the Micliigan Central a 29-ft. box 
and two 34 ft. box-cars; the Flint & Pere Marquette a 4- 
wheel box-car: the Lake Shore & Michigan Southern a 29- 
ft. box, a 84-ft. box and a flat car; the Canada Southern a 
plain box-car. A large number of gentlemen interested besides 
the Committee inspected the cars, and all the points were stud- 
ied. The Committee will probably decide on standard box 
lumber, cattle, coal and flat cars. Thereare, however, several 
points that it is impossible to adjust until some of the master 
car-builders return home. Within two or three weeks plans 
and specifications will be prepared in accordance with the 
Committee’s ideas, and all new cars, or old ones sent to the 
shops for repair, will be constructed or altered according to 
the standard rules. Weare rushing this matter through in 
order to have all the details arranged in time for the next 
annual Convention of Car-Builders, to be held in Detroit in 
June.” 

It was decided to adopt an iron truck, the Hewitt journal 
box lid, an iron transome to be made of channel iron or its 
equivalent, and a continuous draw-bar. 

The following gentlemen were present at the meeting: 

Leander Garey, Chairman, New York; New York Central 
& Hudson River Railroad and New York & Harlem Rail- 
road. 

D. M. Brady, Secretary, New York; same roads. 

John Kirby, General Master Car-Builder, Lake Shore & 
Michigan Southern. 

John Ortton, General Master Mechanic, Canada Southern. 

Robert Miller, Master Car-Builder, Michigan Central. 

E. H. Olmstead, Master Car-Builder, Western Division 
| New York Central. 
| David Hoit, Master Car-builder, Eastern Division New 
| York Central. 
| (. BE. Garey, Master Car-Builder of Harlem Railroad. 
| J. H. F. Weirs, General Master Mechanic New York, 
| Pennsylvania & Ohio. 
|_ Frank Wilder, Superintendent of Motive Power New York, 
| Lake Erie & Western. 
| Milton Wilder, Master Car-Builder Western Division New 
| York, Lake Erie & Western. 

Sanford Keeler, General Superintendent Flint & Pere 
Marquette. 

James Withycome, Master Car-Builder Lake Shore & 
| Michigan Southern, Buffalo Division. 
| William P. Taylor, General Manager Canada Southern. 

George H. Burrows, Superintendent Western Division New 
York Central. q a 
| William B. White, Master Car-Builder Central Division 
| New York Central. 
| F.O. Bray, Division Master Car-Builder Lake Shore & 
| Michigan Southern. 
| J. W. Musson, General Manager Canada Southern Line. 
| John 8. Lenz, Master Car-Builder Lehigh Valley. 








very much better than a state system in any country, and} Thomas West, Master Mechanic Buffalo Division New 
infinitely better than such a system could be in this country, 


York, Lake Erie & Western. 
E. E. Carver, Master Mechanic Canada Southern. 
Peter C. Doyle, General Northern Freight Agent Lehigh 
Valley. 
| Joseph Taylor, Secretary, and John MacBeager, Superin- 


C. R. Woodin, of the firm, and Jacob Clausson, Superin- 
| tendent of the Jackson & Woodin Company, of Berwick, Pa. 
| Allen Middleton, of the Middleton Spring Company, Phila 
delphia. 

A. French, Pittsburgh. 

J. E. French, Cleveland, of the Winslow Car Roofing Co. 
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OAD EARNINGS IN MARCH. the bridge will be required to keep at their expense at the 
—$_____ ee So . Cita 4 ‘ bridge, during the season of navigation, a suitable steam-tug 
oo ee era | Karninas | *° assist, free of charge, vessels in passing the draws without 
| per Miie. | URnecessary delay, All railroad companies desiring to use the 
NAME oF Roap. bridge shall be entitled to equal rights and privileges in pass- 
: ing over it and in the use of its approaches and machinery 
1880. | 1879. Inc.| Dec. | Pere. | 1880. 1879. Increase. | Decrease. Pere.| 1880, 1879. — ae and conditions, which are to be pre- 
beach | | scribed by the District Court of the Eastern District of 
SRST ES are a 
a | ee | | as cma -|eeen jane | Mion, The bil fawebte She Bet y 
an. rretary of War with 
Alabama Gt. Southern ......... £, s99 %, 152 ‘, 77 | ° 44.2 114 authority to establish the necessary regulations which are 
Atchison, Topeka & Santa Fe. 668.000, 508,609 159801) 2... * 31/3 569 | © Sovern the passage of vessels and the use of bridge. 
Burl’gton, Ced. Rapids & North, 188.324 111'924 76.400)... GR! a ic : : 
Cairo & St. Louis .............. 30,079| 69 [0.380 52: 133 
re) 2 wy, A 35 . 
Canada Routhery 000." smal 3 i] ee se] General “Railroad “Blews. 
Chesapeake & Ohio......... oe ‘o00'749| “s e7 
Chicago & Alton................ 602 ¢ i 306 
yan oy fe a 602,024 1 483 MEETINGS AND ANNOUNCEMENTS. 
Chi., Clinton, Dub. & Minn, 53817 1 192 
Yhicago, Milwaukee & St. Paul. ; F pnd > 
Chicago & Northwestern....... 1.305°000 1,107,042 4) pod Moctings. 
Chicago, St. Paul & Minn.....| 178) “178......).....64)-- ate 114,808; ° 891410 — 25'398) 28 4! zi» | Meetings will be held as follows : 
Chi. & West Michigan Mesdvanet lle. RSs Vas aaa 71.444) 54.916 SS ebeadadalatiiaas 30. o0e Hanover Junction, Hanover d& Gettysbur l t 
pee gar | Sandusky & Cleve..| 100' 190......)........ bakiews ox 54.634 | 47.356 7278 pt me: eal oe ing, in Hanover, Pa May 10 ’ a ee 
Neve., Col., Cin. & Ind......... =. Sa Sa ae 368.415 27296: — 35 0| a7 ent i : 4 i . i 
Cleveland, Mt. Vernon & Del..} 187) 187\......|....... wont eS gd 05.008) Pe cae maans 35.0) 578 Central Vermont, annual meeting, at the office in St. Al- 
Denver, South Park & Pacifie..| 147) 850° 62).00.207. "926! 1esi704) — 41'366)  154!3ae) 222.2222 geek Ae | Ee euitie Newt 
Detroit; Lansing & No.......... | 209, 201 agin 1.0 107232 77'B44 oa 722.8 487 Louisville, New Albany & Chicago, special meeting, in 
Flint &' Pere Marquette........)° 295] 280 15)....... 5.3) 147.013] 98427, 48.586)....... 1. 4M.4 4 New York, May 29, to take action in reference to a pro- 
annibal & St. Joseph. ......... | BOB, BOB)... .cseeelecoee-.| 216,827] 211,800 ~  iaameittat 21 72g | Posed issue of bonds to pay for improvements. 
Illinois Centrai, Illinois lines... | 873) 854° 19 23] 475,324, 400,159 75,165 188) 46s 
“ "Towa lines...--.| 402) 402)......)000000)....00]  aae7i] 1324001) 12/670)... 221. 328 Dividends 
Ind., Bloom. & Western........ | Sea) om ...... Sete ett cba ee | 116,185 80,587 35578). re ped iwi seat 
International & Great Northern] 526 516 aad 3 ye Bs 35,578).... ues 443 380 Dividends have been declared as follows: 
Kan. City, Ft. Scott & Gulf.... | 176 160 16) ....... 10.0 96,196 62.839 || 39,857 “i 53.1) 237 | Boston & Providence, 3 per cent., semi-annual, payable 
Little Rock & Fort Smith SIL) 165, 165)... = Herta Mage s000 orate ~~ peepee _ 4 May 1, The November dividend was 3!¢ per cent., and that 
—— Pal No. Siete aye atts tid 145|......... 14.9] 606,165, 421,570! = 184,586)........... 43.8! 433 | Of May, 1879, was 8 per cent. P 
bal » © + eee eewee ee J OP sees lew ecenselée o¢ q 5 9 546 ‘ | rr . | »€ x i 
Minneapolis & St. Louis ........ 158! 193) 36.207) S88 so 'naa ys 4 a 3: a Maine, 3's per cent., semi-annual, payable May 
Missouri, Kansas & Texas...... 818 786 62)........ 7.9) 224559 283 | 2). ast year the semi-annual dividends were 3 per cent, 
Mobile & Ohio............0.0... 506 587)... 214.0) 162740 286 | each. ; 
Fe Se oan Dive. 1,018 aod SPN rs Erte tae 2,854.835| 2,474,302 2 ant | gx boston & Albany, 4 per cent., semi-annual, payable May 
N. Y. & New England...... . 275 RS Peers Pers 181,751 151,737 Brno | ; 
Northern Central..... .... .... 826 ¢ Pars Peep 5S B25 394'180 nOk Atchis Topeka & Si ‘e, 1'¢ per ce rter 
een alee “ae aaa idist niga « or 334,108 1,025 vaveteiey a & Santa Fe, 14¢ per cent., quarterly, 
North Wisconsin..... ........-. 70 17.762 0083 169 Boston. Clinto v ' : 
Ogdensburg & Lake Cham..... 122 30,339 20.556 120) “ye eaton, Fitchburg & New Bedford (leased to Old 
Paducah & Elizabethtown... 185 185 578 | 20 20), 168 | Colony), 2!9 per cent., semi-annual, on preferred stock, pay- 
Pennsylvania.... _...... "4,806 1,716 °° 902222055 88! a.278"186)  2,603'068 120 | able on demand. 
Peoria. Decatur & Evansville. M7 UZ). ee "20,695 14.443 1O17\ Kast Tennessee, Virginia & Georgia, 8 per cent., semi-an- 
Pulledel thle & Reading. arenes O26 800) 126......... 15.8! 1,457,322| 1,041,142 1 $01 nual, payable May 1. 
St. L., Alt. & T. H., Main Line. A Re ORR ree 0,42 “@112 “R65 d thester d& Lawrence, 5 per ce emi 
StL,’ Alt. & T. H., Bellev'le L'e 71 fais aaeand Goris yry+t pe 365 weno’ ster & Lawrence, 5 per cent., semi-annual, paya- 
St. Louis, Iron Mt. & Southern. 685 685]....0.).202 25.) 00072 | 450,620) 353,147 B16 | Concord, 5 i 
St. Louis & San Francisco. .... 528 328] 200/007. 3 61.0; 197,470, 95,206 $16) Concord, 5 per cent., semi-annual, payable May 1. 
St. Paul & Duluth... .......... 1600 6... |B] 8 7iR06 27,808 63 ’ 
St. Paul & Sioux City........... a00) 248i. ....<. 42.9) 118138 94'378 = Foreclosure Sales, 
Scioto Valley........ ; 28005 o4 57 387) The New Orleans ae : 
Toledo, Peoria & Warsaw er] geet aateee 246) we Rowe Orseane, Diets @ Tenns send sen Oe eae 
a eee... oan * ‘tel -— __ oseiae 385 | Urleans, Apt il 24, and sought for $4,000,000 by Louis Von 
Wabash. St. L. & Pacific... . 1217 3410.00.00) a8'o ‘982'480 "B55 240 714 Hoffman, George Bliss and Oliver Ames, 2 committee acting 
ate rif yeni ys popes rye Biss for the bondholders. The sule included the line from New 
i 7 2 EE tc MM a alc ett I ce Rene .. crn isn . hs “ 162 | Orleans to Mobile, 141 miles, which has been operated by the 
Total. 53 eg 29,939 27,277 2.088 21!........| 21,643,210, 16,640,669 5.037.317|  $24.776 : oan srustons for seven ap past. The bonded debt was $4,000, 
AMEE... .....s00cacl de seeeeie ee. 2'662!........ a ein 5002 541\.... oiela” < , and there were also $700,000 receivers’ certificates out 
| a | | | bar al ‘ee i standing. It is understood that the Louisville & Nashville 
Company has a controlling interest in the purchase. 
RAILROAD EARNINGS, T SE THS E ‘Ht 
4 iS, THREE MONTHS ENDING MARCH 381. Massachusetts Railroad Commission—Hearing on 
Car-Couplers. 
MILEAGE, | EARNINGS. Earninas Per Mine, Ley following circular is issued by the Massachusetts Rail 
road Commission: 
Name OF ROAD. GS =P — — “ Avreeably to the provisi re : : 
g yt provisions of a resolve of the Legisla 
| ga aeozcer , : , . lle 
1880. 1879.| Inc. [Dec P.ec 1880 1879 Santen De- p , mg | ture instructing the Board of Railroad Commissioners to in- 
ec. . : ase.) P, ¢.| 1880. | 1879.| Inc. Dec. P.c. | vestigate the tant of dr ‘ ; 
| crease. »¢. | vestigate the subject of draw-bars and couplings for freigh 
| . - - . 
SE, error SN ey Ee ae oe Se cars, approved March 19, 1880, the Board will give a hear- 
Pan $ - $. ~~ | ing ties in inter 
_ g to the parties in interest at the office of the Board, No, 7 
Ala. Gt. Southern....| 290 200/.. ...)..8.|..... 100,187) 54,27 © | esol Bee) Best Ses. * |. cae | Bomber re, Bos Jednesday 2th day of 
Atch., Top. & §. F....| 1,152  889| 263)... 1,192/447 908088 20) 1,376) 1341 | oe ilar west, as Wen tetee ee 
Bur. Ced Rap. & No. 403 494| 58 826563! 21124810 by ys — a whsee 2.6 May by a o’clock in the forenoon. 
Cairo & St. Louis..... 146 Se ae 54,177 24026 eos ‘ 44.3 ‘536 371 165 | 4 oH . . ‘ 
pane gh aol gal 468 = ill 7 oi +: 2 - tm 44.5 Meeting of Railroad Men in Chicago, 
Central Pacific. se = — 62,485)... ..-.; 1.8) 1 494) 1.572 ” "ap "bs The Railroad Branch of the Young Men’s Christian Asso 
‘hesapeake & Ohio... 35 623,765 1 3.2) 14! "749 G06 no | Ciati ill give the railr mof Chicag ‘eception i 
Chicago & Alton... 840 1,623 602 ome ore °° Esk = oo : = = A a 13.12 cones Warwsil Hell satigeee ae u of ouene & > ption in 
Chi. & Eastern Illinois) 159 244,009 195,585 484241... |. .)) 94/8) 1535! 1230! 305 cs.) | UH he obtained at t me evens oF may S. Savvis 
Chi., Clint., Dub, &M. 222 aoe wets tad we oe de eo) eee ee the various railroads 
Chi. Mil. & St. Paul...) 2,3¢ 2,403,000 1,700,737  702'263)... 02... ee asl oral ag” :| 35] in Chicago. Marvin Hughitt, General Manager of the Chl- 
Chi. & N. W....... .eee| 2,280 S6BL'315, 31004086 676.320)..." 25] Vous! 1,392 217 2/0 '| ang | C280& Northwestern, is Chairman of the Committee on In- 
Chi., St. Paul & Minn. 178 275,915 "227,852 48,063)... 211) 1550) L280) 270 21.1 | Vitations, which consists of prominent railroad men, Augus 
pS dg bs oe +" = 190,396 144,550 45,846)........ 31:7, (777) (500) 187 | gaz | tine W. Wright, Superintendent of the North Chicago City 
a ‘orga rn bar . ‘37 erge wigs 279,374 32,6) 2,408) 1,816 2 | 30°6 Railway, will deliver an address on the “Early History of 
Denver, 8. Park & Pa; 147 475/434 91'R65 Pn 1: Chicago Railroads,” C, D, Roys, Attorney of the Lake Shore 
Detroit, Lansing & No. 204 267,118 1991048 08.070)... & Michigan Southern, one 01 “ Railroad Intorests of To- 
Flint & Pere Mar...... 295 375,040, 253)360 121680)... day.” ‘there will be music by the Chicago Quartette, a 
Grand Trunk......... 1,273 2,490,432 8 207'847| recitation, ‘* Asleep at the Switch,” by Miss Jennie Hunter, 
rans eee 5 ove a a4 arty 117,08)|..... and a closing address by Bishop Charles E, Cheney, 
yal & St.Jo....| 292 54,972 85.9) : j 
Ul. Cen., Ill. lines ...., 873 1,355,233 1,244 618 110615... 
ll. Cen., Iowa lines... 402 384,230 "384,655 49.575 ELECTIONS AND APPOINTMENT 
Ind., Bloom. & West..| 212 286.643 46.47 —-40°170 - 
Inter. & Gt. Northern) 526 415,583 431,241 ra a 
Kan, C’y,Ft.8.&Gulf, 176 2851036 178114. 106.089 Atchison, Topeka d& Santa Fe,—Mr, George B, Lake has 
Little Rock & Ft. 8. “| 165 122,286 72.011 50275... been appointed Superintendent of Bridges and Buildings for 
sville & Nash. ; (830,474 1,302,693 527,781! the whole line. Mr. W. W ; "merly of the Denver & 
Mem., Paducah & No. 115 74,038 40121 eon RD Poa agen Mg Mi | pe ¥ + rly rh “y ‘of see 
Minn. & St. Louis.... 158 139,694 90,427 49.267 W ester Divi ; M . a . ke sg operons 5 von 
Missouri, Kan. & Tex,| 838, 1,050,808 613,867 436941 20021.) Western Division. Mr. H. R. Nickerson ws appointed Super 
Mobile & Ohio... .... | 506 622 ORS 527/886 get intendent of the Middle Division. 
N. ¥ & Now England, aS op oo wer y (Or sees _ Blue Line.—Mr. Feil has been appointed Agent of this 
Nortbern Central,....| 326 1,080,679 872.773 «207/003 | 23.8 yi O77] 638201, ae | Wme at & Wester ~* pend! —e ee 
Northern Pacific......| 644 257,835, 190,647 67,188 .......| 36. w+] rg | wanne & Western Hatirond terrnery. 
North Wisconsin..... 70 55 22' 307 32°66 ‘ j 
Ogdensb’g & i. Piece 199 on eta poy od ‘32,664 Boston d& Albany —Mr. Arthur Mills has been appointed 
Pad. & E'town........| 185 92,263 o0300 (atom. 48.3 | Generai Freight Agent, in place of H. J, Hayden, who has 
Pennsylvania.........| 1,806 9,306,314, 7,684,532 1,621°782 :: gone to the New York Central. Mr, Henry P. Gallup sue- 
Phila, & Reading..... 926 3,836,720 2.876.223 960,497 . 2, | ceeds Mr. Mills as Assistant General Freight Agent. 
St.L.,A.&T.H.,M. Li'el 195 309,007 197,606 111,401 : “. ; 
St.L.,A.& T.H.,B, Line 7 159,720 137,536 22 184 . ‘sa Canada Southern,—At a recent meeting of the board 
St. L., Iron Mt. & So.) 685 1,496,798 1,026,337 470,461... 4 ‘ ins | Messrs. Joseph E. Brown and A, G. Dulman were chosen 
St Poul Duluth | 173 moreno aioe744—fvhaon| 0S 7. ; 13:4 | directors, in place of Wm. L. Scott and E. D. Worcester, 
St. d Maal 75 ye 73,886 35,415 7 25 37 ‘ resigne The new director re r sprese 2 
St. Paul & Sioux City.| 470 S1e031 © 234800) NTH) 887) O08 71d) 46 “Od | interes a. The new Clvechers exe unseoteed Se nepeeene Ee 
Scioto Valley........ 100 ie A desalitesi 69.768 65,736 y "61, 698 657° 43 y oti interest in the company lately taken by an Amsterdam 
Toledo, Peoria € W...) 287 BP ae vos a 326,860 263,788 23.9) 1,379 1,113 266 ong | nak at. 
Jnion Pacific......... | 1,313 1,302  11.... 0.8 3,619,997  2,739)302 $2.2] 2757 2,104)  653).....: 31.1| Chie is d&& New Orleans * B. E. Carey 
Wab., St. L. & Pacific.) 1.551 1217 aM... 27-4 2525486 1'822'276 3e.6| Lees 14071 St “aale yang ee aly tne — nts nagy i i < ar wg 
fisconsin Valley.....| 107 90 17.... 18.9 76,6522 34,165 9| 716 28 | been appointed Senerat Famenger Ages’, 2 ye we 
inet A I = Bad Fo fo ere: __ ~ 124.2 _ 76 = 336 88.4) France Chandler, who has gone to the Missouri Pacific. Mr. 
Total, 53 roads. ...../30,861 28,332 2,667 138 ...... 61,766,238 48,464,181 13,317,715 2 + P Tap | Carey has been for several years on the New Orleans & Mo 
Total increase 2 520 8.9 y , “en ; s 2a _| $008, 1,70 00). .. 16.9 bile road ; x 
NS Ps Ate A Se ee OP iene DEMS csvishy epee fi AE une roa 
' Columbus & Hocking Valley.—At the annual meeting in 
J, T. Wilson, of Wils J } >j | the deenetis 7, ar? | Columbus, O., recently, the following directors were chosen: 
7 MR -_ 1, De ’ es oe & Co., Pittsburgh. | the construction of a bridge across the Detroit River, which | 4. M. Greene, Wm. G. Deshler. Henry C. Noble,B. 8. Brown, 
. M. Rogan, Detroit Car orks, | provides that whenever authority is granted by the state of | p w ; ' ; \ber y 
George M. S " CG | P A y 4 fe of | Pp. W, Huntington, W. B. Hawkes, Isaac Eberly, Wm. Den- 
eorge M. Sargeant, Congdon Brake Shoe Gompany. Michigan and Canada to any persons or corporation they | yjs r Si ° ; J Mar ; 
W. W. Snow, Hamano Wheel Weshe é _ 4 y , oh en ie nison, H. W. Jaeger, John L. Gill, John D, Martin, C. H. 
. s , Ramay eel Works, | may construct a bridge under the following restrictions: It) Rippey, 8S. W. Pickering 
J. T. Leighton, New Haven Car Works. shall be located at or within one mile of the city of Detroit, vations “A 


E, 8, Alexander, 4-Ace Paint Company, Chicago. k | and may be used for railroad and highway purposes as a Columbus & Toledo,—At the annual meeting in Columbus, 
UR. M. Van Arsdale, New York, representing the National | public highway, It shall not interfere with the free navi- | 0., recently, the following directors were chosen ; M, M. 
Car-Builder and Railroad Gazette. gation of the river beyond what is necessary to carry into | Greene, Wm. G. Deshler, D. S. Gray, Isaac Eberly, E. L. 


J. B. Safford, Safford Draw-Bar Company. full effect the rights and privileges granted in the bill, and | Hinman, Jobn Greenleaf, P. W. Huntington, J.D. Van 
George H. Ames, Cleveland, Ames Coupler Company. the necessary detention of boats in passing the bridge is not | Deman, A. H. Kling, Mcl). M. Carey, Samuel M. Young, 
W. J. Watson, Chicago, Thielson Truck Company. to be construed as interfering with the navigation of the | Abner L. Backus, H. 8. Walbridge. 
T. G. Griffin, Detroit Wheel Company. river. The bill provides that the structure shall have one or) py, pid ©; - 'T. W. Roby ' ieee 
oe : ‘ a | J . : WMorida Central.—Mr. T, W. Roby has been chosen Secre- 
: S more pivot draws, with spans not less than 200 feet in the | tayy and Treasurer, in place of A. Marvin, deceased 
Transportation in Congress. | clear on each side of the pivot-pier, and that the span or oo - : pe sig italia itd 
. ——— | spans outside the draws shall be at least 250 feet over the| Jerome Park. The officers cf this new company are 
In the Senate on the 22d: | main channel of the river; also that the bridge sball be at | President, Leonard W. Jerome; Directors, H. Alexandre, ¢ 


Mr. Baldwin, of Michigan, introduced a bill authorizing ' least 20 feet high above high-water mark. The owners of | W. Bathgate, BE. O. Gould, ©. W. Griswold, Thomas K 
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Jackson, E. C. Morrison, Theodore Moss; Secretary and 
Treasurer, Eugene M. Jerome. 


Kansas City, Burlington & Santa Fe.—The new board 
has elected officers as follows: President, Wm. H. Schofield, 
Burlington, Kan.; Vice-President, John C. Short, New York; 
Secretary and Treasurer, Orson Kent, Burlington, Kan. ; 
Executive Committee, J. P. Hale, Thomas Rutter, H. S 
Chandler, Charles Place, George Moore, G. W. Debevoise, 
Henry A. Brown. 


Miami Valley.—This company has elected A, D. Bullock 
President; George Hafer, Secretary and Treasurer. 


New England General Passenger Agents’ Association.— 
The following officers have been elected for the ensuing year: 
President, Lucius Tuttle, Eastern Railroad; Vice-President, 
George L. Connor, Old Colony; Secretary, C. P. Waite, 
Worcester & Nashua. 


New York, Lake Erie & Western.—Mr. Charles W. Smith, 
for many years General Traffic Manager of the Chicago, 
Burlington & Quincy Railroad, is appointed to the same po- 
sition on the New York, Lake Erie & Western, which has 
not heretofore had such an office; but the duties of it, or a 
large part of them, have been discharged by Mr. George 
R. Blanchard, Assistant to the President. Mr. Blanchard, 
it is understood, will generally continue to represent the 
company in negotiations with other companies, etc. Mr. 
Smith assumes his position May 1. fore he came to the 
Burlington road he was General Manager of the Indianap- 
olis, Bloomington & Western and before that for a time 
General Freight Agent of the Central Pacific. His appren- 
ticeship to railr business was on the Columbia, Piqua & 
Indiana Railroad, where he was agent first at Woodstock 
and then at Columbus, rising in about two years to be Gen- 
eral Freight Agent, which place he held about twelve years, 
at the a of which time by consolidations, etc., bis road 
had become the Pittsburgh, Cincinnati & St. Louis, then 
working about a thousand miles of road. For one of these 
years, bowever, he acted as freight agent of the Erie in 
Chicago. 

It is rumored that Mr. R. C. Vilas, for many years Gene- 
ral Freight Agent of the Erie, and esteemed a most capable 
and efficient officer, for whom railroad men outside of his 
own road as well as his fellow-officers in it profess a very 

igh regard, contemplates resigning his aie. 

Mr. O. W. Marsh has been appointed New England Pas- 
senger Agent, with office in Boston, in place of James A. 
Farley, deceased. 

Mr. George 8, Shepard has been appointed General Agent 
ofthe Erie & Boston line. He has been General Agent at 
Elmira for several years, 


New York, Pennsylvania d& Ohio.—The general freight 
office of this company was removed from Cincinnati to No. 
323 Euclid avenue, Cleveland, Ohio, Saturday, Aprii 24, 
and all communications for this department should be ad- 
dressed accordingly. 


New York, Ridgeway d& Pittsburgh.—This company has 
been er ye organized by the election of the following: 
President, Charles R. Earley; Directors, Andrew G, Curtin, 
Wm. M. Stewart, Eugene Quackenbush, Windsor Gordon; 
Secretary, Lucius Regan. 


Pemberton & Hightstown.—At the annual meeting in 
Hightstown, N. J., last week, the old officers were reélected, 
as follows: Nathaniel 8. Rue, President; James W. Allen, 
Vice-President; James L. Rue, Secretary; Collin B. Meirs, 
Treasurer. The road is leased to the Pennsylvania Railroad 
Company. 


Pennsylvania,—Mr, Thomas A. Roberts has been ap- 
ponies Superintendent of the Bedford Division, in place of 
’ersifer F. Smith, resigned. Mr. Wm. M. Phillips succeeds 
Mr. Roberts as Assistant Engineer of Maintenance of Way 
of the Philadelphia Division. 


Pittsburgh & Lake Erie.—Mr. E. D. Nettleton has been ap- 
pointed General Agent of the Freight Department. Ali mat- 
ters concerning the General Freight Department should be 
referred to him. Mr. Nettleton was, until April 1, General 
Freight Agent of the Allegheny Valley road. 


St. Louis, Salem & Little Rock.—At the annual meeting 
in Salem, Mo., April 8, the following directors were chosen ; 
J. M. Orchard, Salem, Mo.; H. A. Crawford, St. Louis; A. 
L. Crawford, New Castle, Pa.; Joseph McCarter, Wm. Scott, 
Erie, Pa. The board reélected A. L. Crawford President; 
H. A. Crawford, Vice-President and Purchasing Agent; Wm. 
Brewster, Secretary and Treasurer; E. L. Foote, Assistant 
Secretary and Treasurer; E; B. Sankey, Superintendent and 
General Freight Agent: Thomas Everson, Master Mechanic. 


Southern Railway & Steamship Association.—The new 
Board of Arbitrators is composed of Messrs. W. R. Arthur, 
formerly General Manager of the St. Louis, fron Mountain 
& Southern; Thomas H. Carter, late Railroad Commissioner 





of Virginia, and John Screven, formerly President of the 
Atlantic & Gulf. | 


Teeas & Pacifie—Mr. R. C. Peebles has been appointed | 
Chief Engineer of Maintenance of Way, with office in Mar- | 
shall, Tex. He has been for several years Superintendent | 
of the Summit Branch road. 


Toledo, Delphos & Burlington.—Col. Philip D. Fisher (for- 


merly Chief Engineer of the Columbus & Toledo) has been y atten Total B 11 P. ail —_ 
winted Consulting Engineer of thisroad. Mr. W . ear. receipts. oval, y rai. vy rau. receipts. 
Sherman still remnies Chie? Bo Aina ee | sees 3,164,579 4,038,359 1,999,186 34.7) 2,519,729 
' . a . | 1875 2'667,509 1,280,426 11119,426 87.4 1.7 
Tonawanda Valley.—The officers of this new company | 1875... £000,581 2,867,642 1,616,449 56.4 2, 
are: President, R. G. Taylor ; Vice-President, R. H. Farn- da Loan one 3 “4 Pah aee o's 2 5 
ham ; Secretary, J. V. D. Loomis ; Treasurer, B. W. Spen-| i979 °°.) 2'503'486 3256099 .... ..... 100.0 5,086,829 
cer. Mr. Spencer is Treasurer, and Mr. Taylor Division Su- | 1gs80 | 3,064,997 3,805,446 1,492,205 39.2 5,037,852 | 
perintendent of the New York, Lake Erie & Western. The receipts of the Northwestern markets are 12 per cent. | 


Western Union Telegraph.—Gen. Anson Stager having re- 
signed the office of General Superintendent, while continu- 
ing to hold that of Vice-President of the company, Mr. L. 
C. Clowry has been appointed General Superintendent. 





PERSONAL. 


—Rt, Hon. Hugh C. E. Childers, formerly President of the | 
Great Western Railway Company of Canada, goes into the 
new English Cabinet as Secretary of State for War. 

~Mr. Persifer F. Smith, Superintendent of the Bedford 
Division, Pennsylvania Railre has resigned, to accept the 
position of President of the Wellsville Plate & Sheet Iron 
Company. 

—-The late Judge Asa Packer is to be commemorated by a 
bronze statue of heroic size, which will be placed in front of 
Packer Hall in the grounds of the Lehigh University at | 
Bethlehem. | 

—Mr. C. W. Smith, whose resignation as Traffic Manager | 
of the Chicago, Burlington & Quincy was noted last week, | 
will, it is said, accept a similar position on the New York, | 
Lake Erie & Western road. 

—Mr. Hugh Wick, an old citizen of Youngstown, O., and 
a directar of the § 


} 





| Grand Trunk 


henango & Allegheny Company, died | Grain, bush 





April 22, aged 71 years. He was la 
and iron enterprises in the Mahoning ay. 

—Mr. Sidney W. Beers, General Passenger Agent of the 
New Jersey Midland road, died last week at his father’s 
house in Norwalk, Conn. He had been connected with the 
Midland in various capacities from its beginning. 

—Mr. H. J. Small, Master Mechanic of the Texas & 
Pacific road was married recently to Miss Mary Blanche, of 
Marshall, Tex. The lady’s parents were much opposed to 
the match, but Mr. Small carried off his bride in spite of all 
opposition. 

—Mr. Hugh C. E. Childers, who was for several years and 
until about a year ago President of the Great Western Rail- 
way Company, of Canada, and as such made some interest- 
ing speeches concerning American railroad policy at the 
shareholders’ meeting, becomes Secretary of State for War in 
the new Gladstone Ministry. 

—Mr. Amos Pillsbury has resigned his position as Master 
Mechanic of the Hartford Division of the New York & New 
England road, to take effect April 30. Mr. Pillsbury has 
been connected with the Hartford shops for 26 years, and 
for many years was General Foreman under Master Me- 
chanic Garfield. When Mr. Garfield died two years ago Mr. 
Pillsbury was made Master Mechanic in his place, and when 
the Hartford, Providence & Fishkill road was transferred to 
the New York & New England last year he was retained 
in charge of the division. 

—Mr. Joseph Seligman, head of the great banking house 
of J. & W. Seligman & Co., of New York, died suddenly 
April 25, in New Orleans, while on a visit to one of his 
daughters. Mr. Seligman was the oldest of eight brothers 
who are all in the New York house or its branches in Lon- 
don, Paris and Frankfiirt. He was bornin Bavaria in 1819, 
and came to this country in 1838, settling in New York ten 
years later. He at first engaged in the clothing business 
with several of his brothers, but they gave it up and started 
the banking house in 186%. The house and its operations 
in railroad and goverment securities are widely known. Mr. 
Seligman was very largely interested in the Atlantic & Pa- 
cific and its successor the St. Louis & San Francisco, the 
Missouri & Western, the New York City & Northern and 
other roads, and was a director in several companies. 

—Mr. Peter Weiler, a somewhat eccentric old man of 
large property, committed suicide by hanging at his resi- 
dence in Woodside, N. J., April 25. He is remembered by 
Erie men for his fight with James Fisk, Jr., in which Fisk 
came out second best, The Newark Branch of the Erie was 


built across Mr. Weiler’s land in Woodside, and when his | 


claim for damages was not paid he pressed it pertinaciously. 
For some reason or other, Fisk took a notion not to pay it, 
and Mr. Weiler procured an injunction, preventing the run- 
ning of trains over his land until it was paid for. Threats 
and persuasions of every kind were brought to bear, with no 
effect; the old man was determined to have his money, and 
no trains were run over the branch for several months. 
Fisk threatened to open the road forcibly, but only threat- 
ened, for he had learned that New Jersey courts could not be 
trifled with, and finally he yielded and Mr. Weiler was paid 
in full. 


TRAFFIC AND EARNINGS. 


Railroad Earnings. 
Earnings for various periods are reported as follows : 
Three months ending March 31 


1880 1879. Ine. or Dec. P. ec. 

Maine Ceutral. . $368,562 $322,792 L $45,770 14.0 
Northern Central 1,080,679 872,776 1. 207,903 23.8 
Net earnings 378,254 309,200 1 69.054 22.3 
Pennsylvania . 9,306,314 7,684,532 I. 1,621,782 21,1 
Net earnings 4,109,528 3,179,541 1 929,987 29.2 


Two months ending Feb, 20: 
Atlanta & Charlotte Air 








Line.... sees $168,287 $121,688 I. $46,599 38.3 
Month of February: 
At. & Charlotte Air Line $85,899 $63,979 1. $21,920 34.3 
Month of March: . 
Eastern ceceeseceesses $238,950 $188,243 I. $50,707 27.0 
Maine Central. . , 141,500 127,080 1. 14,420 11.4 
Pennsylvania . 3,278,186 2,603,068 1. 675,118 25.9 | 
Net earnings. 1,531,248 987,223 1. 524,025 53,1 | 
Second week in April: 
Chicago & Alton ; $88,415 I, $44,491 
Flint & Pere Marquette 7 I. 9,570 
Minn. & St, Louis o 1,098 
Mobile & Obio.. on I 6,686 
Third week in April: 
Mo. Kansas & Texas $77,980 $44,147 L. 
Wabash, St. L. & P.... 224.137 140,747 1. 
Week ending April 16: 
Great Western $90,660 $81,949 I $8,711 10.6 


Week ending April 17: 
$196,418 $171,024 I $25,394 14.9 


Grain Movement, 

For the week ending April 17, receipts and shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets, and receipts at the seven Atlantic ports, have been in 
bushels, for the past seven years: 

Northwestern shipments. 






less than the preceding week, and, with the exception of cne 


week last February and one last January, are the smallest | 


for a year, yet a fifth larger than in the corresponding week 
of last year. The shipments of these markets were not quite 
half as large as in the week preceding, but the rail shipments 
were but a ninth smaller. The rail rate was reduced in the 
middle of the week. The Atlantic receipts were the smallest 
for four weeks, and a little less than in the corresponding 


week of last year, but larger than in the corresponding week | 


of any other year. 


Of the receipts at Northwestern markets, Chicago had | 


29.5 per cent., Toledo, 24.7; St. Louis, 22.2; Peoria, 13; 
Detroit, 5.1, Milwaukee, 3.8, and Cleveland, 1.7 per cent. 


Toledo and St. Louis have unusually large proportions and 
| 


Milwaukee a remarkably small one of the whole receipts. 

Of the receipts at Atlantic ports New York had 27.8, Bal- 
timore 26.8, Philadelphia 17.7, New Orleans 14, Boston 
11.9, Portland 1.4, and Montreal 0.4 per cent. New York’s 
receipts are the smallest for six weeks, Boston’s the largest 
since November; those of New Orleans have been exceeded 
but once this year, and but a few times ever before. 

The exports from Atlantic ports for four successive weeks 
have been: 

-—— — Week Ending ——- ——-——_ 
April 21. 


April 14. April 7. March 31. 
Flour, bbis....... 91,014 59,917 58,606 35,630 
- «4,748,482 4,386,368 5,299,033 4,069,295 


rgely interested in coal 
Fall 





586 | leased to Bunting & 





| The proportion of wheat in these exports has increased, 
but corn continues to be the chief grain exported, and in the 
four weeks the shipments of it have been 11,000,000, against 
6,740,000 of wheat. 


Petroleum, 
Stowell’s Petroleum Reporter gives the production of the 
| Pennsylvania oil regions for March as follows, in barrels of 
42 gallons : 
1880. 1879, Increase. P. c. 
2,022,502 1,499,315 523,187 


bo EE ee ee 34.9 
639,492 65.6 


Shipments ............00.. 1,613,371 973,879 
Stock, March 31 ........... 9,482,693 6,318,099 3,164,594 650.1 
Number of producing mills. 12,222 10,692 1,530 14.3 


Pittsburgh receipts of crude oil for the month were 25,244 
barrels by pipe line and 3,346 barrels by Allegheny Valley 
Railroad. Shipments and home sales of refined oil were 
equivalent to 28,705 barrels of crude. Pittsburgh stock, 
March 31, was 767,974 barrels. 


Coal Movement. 


Coal tonnages for the week ending April 17 are reported 
as follows : 


1880. 1879. Increase P, c. 
Anthracite Keane. we a 610,023 475,279 134,744 28.8 
Semi-bituminous... .......... 81,105 71,286 9,819 13.8 
Bituminous, Penna........... 68,106 44,162 23,944 54.1 
Coke, PORUAEVOMID. « «sine.» GR BED:.. .cvontesri Sdectms 


The Cumberland mines are now fully at work. The Clear- 
field mines are resuming gradually, but production increases 
very slowly. 

Lumber Rates. 

An adjourned meeting to fix rates on lumber was held in 
Chicago, April 23, the roads represented being the Cincin- 
nati, Sandusky & Cleveland; Lake Shore & Michigan South- 
ern; Pennsylvania Company; Flint & Pere Marquette; De- 
troit, Lansing & Northern; Cincinnati, Hamilton & Dayton; 
Grand Rapids & Indiana ; Fort Wayne & Jackson ; Lake 
Erief& Western; Baltiniore & Ohio; Pittsburgh, Cincinnati 
& St. Louis; Wabash, St. Louis & Pacific; Chicago & West 
Michigan; Detroit, Grand Haven & Milwaukee}; Louisville, 
New Albany & Chicago; Columbus & Toledo, and the Green 
Line. Mr. D. W. C. Brown was Chairman, and Mr. Ludlow 
Secretary. 

The discussion begun at the previous meeting on the adop 
tion of 100 lbs. or 1,000 ft. as a basis for rates was continued 
Finally a compromise was effected, whereby lumber will be 
| carried during the coming month at the rates which were in 
| force last autumn, the measurement to be according to the 
| 





| 100 lbs. system. This experiment will be tried for onemonth 
at the end of which another meeting will be held in Cincin- 
nati, for the purpose of a final agreement. 

The meeting then adjourned until May 18, at Cincinnati. 


Southwestern Railway Association. 

All sorts of reports have been current about the trouble in 
this Association, but it is finally announced that the Missouri 
Pacific has consented to make good to the other companies 
its surplus of tonnage. It was this surplus tonnage which 
caused the trouble, the other St. Louis companies claiming 
that it had been secured by cutting rates and other under- 
| hand practices. 


THE SCRAP HEAP. 





Railroad Equipment Notes. 

The Rochester Car Wheel Works, at Rochester, N. Y., 
owing to the increased demand, have enlarged the capacity 
of their works to 150 wheels per day. They are filling orders 
from many prominent roads in New York and other states. 

The Taunton (Mass.) Locomotive Works are filling an or- 
der for heavy engines for the Union Pacific road. 

The Brooks Locomotive Works, at Dunkirk, N. Y., are 
building 15 engines for the New York, Lake Erie & Western, 
and have other orderson hand. An extension is being put 
up to the blacksmith shop, to accommodate another steam 
| hammer. 

The Pittsburg, Cincinnati & St. Louis shops, at Columbus, 
| O., are building four shifting engines for use on the road, 
They are tank engines with six wheels connected. 

The Pullman Car Shops at Detroit have just turned out 
some very handsome sleeping cars to run on the Cincinnati 
| Southern road. 





3 | The Cleveland Bridge & Car Works have orders for 700 


| freight cars on hand and the car shops employ nearly 400 


.9 | men. 


| The Chicago, Burlington & Quincy shops at Aurora, IIl., 
}are full of work. The standard driving wheel patterns on 
| this are 57 in. in diameter, the cast-iron centre weighing 
| 2,200 Ibs., and 63 in., weighing 2,500 Ibs. The tires now 
| used are steel, from the Midvale Works. 


| 
|\Tron and Manufacturing Notes. 
| The Western Wheel Scraper Co., at Mt. Pleasant, Ia., in 
| addition to orders filled earlier in the season, has orders for 
|a car-load of scrapers to go to Texas, a car-load to St. Louis, 
ja car-load to Dakota, three car-loads to Oregon and a num- 
| ber of smaller orders, all of which will be filled in a short 
| time. 
| ‘The Catawba Furnace property, in Botetourt County, Va., 
|has been sold to parties from Ohio, who intend to put the 
| furnace in blast soon. 

The Novelty Iron-Works, in Cleveland, O., are filling a 
| large order for frogs and crossings for the New York, 


57 | Pennsylvania & Ohio road. 


The Capon Furnace property, in West Virginia, has been 
.esler, of Philadelphia, who are pre- 


53 | paring to start the furnace. 


| Virginia iror ores are attracting notice. The Pennsyl 
vania Steel Co. is mining largely in Pittsylvania County 
near the Virginia Midland road, and Col. Scranton, of Ox- 
ford, N. J., has opened a mine in Culpeper County, near the 
same road. Other mines are to be opened in Pittsylvania 
County and in the James River iron district. 

The James River Steel Manufacturing & Mining Co. is 
running its rolling mill in Lynchburg, Va., and has begun 
to build a blast furnace. 

Bardalaben & Edwards are building a new blast furnace 
at Woodstock, Ala., which will use coke for fuel. 

In Warren County, N. J., the Andover Iron Co. has its 
threes stacks at Phillipsburg all in blast. The Oxford Iron 
Co, is running one stack on forge iron and one on spiegel. 
Pequest Furnace isrunning, and Joseph Wharton has lately 
put his furnace at Hackettstown in blast. 

In Passaic County, N. J., Ringwood Furnace is in blast, 
making charcoal iron. In Bergen County, Secaucus Fur- 
nace, built six years ago, but only recently put in blast, is 
making Bessemer pig. 

In Morris County, N. J., Boonton Furnace, Chester For 
nace and both stacks at Port Oram are in blast and doing 
well. 

In Sussex County, N. J., Franklin Furnace (one of the 
largest in the country) is making nearly 500 tonsa week, and 
| both stacks at Stanhope Furnace are in blast. 
| The Cuyahoga Works, at Cleveland, O., have just finished 
a large-sized steam helve-hammer for the Otis Steel & Iron 

Co., being the third made for that company 
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Bridge Notes. 


The Missouri Valley Bridge & Iron Works, at Leaven- 
worth, Kan., are building a bridge over the Kansas River 
near Kansas City, with six spans of 160 feet each. 

A. D. Briggs & Co., of Springfield, Mass., have just finished 
a Howe-truss bridge 210 feet long over the Naugatuck River 
for the New Haven & Derby road, and are building a smaller 
bridge for the same road, 

The Cleveland (O.) Bridge & Car Works have several 
contracts for bridges on hand, and are very busy. A large 
new machine shop is being added to the works, which will 
be used chiefly for bridge work. 

The Corrugated Metal Co., of East Berlin, Conn., has 
taken a contract to build in Manchester, N. H., highway 
bridges of 511¢ ft. span and of 53!¢ ft. span across canals, 
and one of 418 ft. in three equal spans across the Merrimack 
River. The bridges are tole of the Douglas patent para- 
bolic arch truss pattern, aud will cost $57,000, including the, 
piers and abutments. 

The King Iron Bridge & Manufacturing Co., at Cleveland, 
O., have over 200 men employed, and are filling contracts 
for a number of bridges. 


Prices of Rails. 


Steel rails are quoted at $75 per ton at mill, with sales of 
about 15,000 tons. Foreign rails have been sold as low as 
$70 per ton at tide. 

For iron rails there is an active demand, but few transac- 
tions are reported, buyers being inclined to bargain and hold 
off for lower prices. Prices are somewhat irregular, $56 
per ton at mill being about the quotation for heavy rails. 

Old iron rails are nominal at $34 to $35 per ton, with 
light demand and a weak market. 

tailroad spikes are lower, and Pittsburgh quotations are 
4 cents per pound. 
Blast Furnaces of the United States. 

The quarterly statement of the Iron Age gives the con- 


dition of the blast furnaces of the United States on April 1 
as follows : 


In blast. Outof blast. Not reported. Total. 

Charcoal.... .- 108 154 q 260 
Bituminous or coke.. 140 66 ; 206 
Anthracite. ... 189 40 1 250 
Total..... ... 4331 200 5 696 


The total weekly productive capacity of the furnaces in 
blast is 88,410 tons; of those out of blast, 32,589 tons, in- 
dicating that it is chiefly the older and smaller furnaces that 
are out of blast, the average weekly capacity of the 431 
active furnaces being 205 tons, and of the 260 idle furnaces, 
125 tons. 

British Rail Exports. 

~ ty to the United States and to all countries for the 
month of March and the three months ending with March 
have been as follows, in tons: 

Steel Rails; 

March,-—-- 
4,010 372 


Three months, — 
To United States..... 


> @eedsaeb™) i>”. aiteeeke 
To all countries.... . 26,553 23,331 F695 52,504 
Tron Rails: 
To United States. --. 10,518 el be Gis cer -.. alemen 
To all countries ... .. .. 12,812 3,382 32,796 10,505 
Total: 
To all countries.......... 39,365 26,713 109,751 63,009 


In the total the increase is nearly 50 per cent. for March 
and 74 per cent. for the three months. The exports to other 
countries than the United States were a little less in March 
this year than last. 

The New Pullman Car Shops in Chicago. 

A notable addition to Chicago’s mercantile industry is to 
be the extensive car works of the Pullman Palace Car Co., 
ground for which is to be broken to-day. A larger estab- 
lishment for manufacturing purposes will not exist in the 
West, and while it will contain all the latest and most im- 
proved mechanical appliances in use, it will embody in its 
architecture a grace and beauty that is quite characteristic 
of the palace car. The works are to cost $1,000,000 ; about 
2,000 men are to be employed in them, and the extended ar- 
rangement of machinery is to be moved by the Corliss en- 
gine, one of the Centennial wonders, which has been pur- 
chased by the Pullmans, 

After much vain speculation as tothe location of the works 
by outside parties, principally real estate speculators, the 
Pullman Palace Car Co. laid bare its plans to public scrutiny 
on Saturday. The works will be located on the Illinois Cen- 
tral Railroad, three-fourths of a mile south of Kensington 
Station, and between the railroad and Lake Calumet, being 
bounded by One Hundred and Eleventh street on the south, 
Lake Calumet on the east, One Hundred and 
Sixth street on the north, and the Illinois Cen- 
tral on the west. About 150 acres are to be included in the 
site, and is to be beautifully laid out with walks, drives, 
lawns, and two attractive ree. The entire area, half a 
mile deep by a mile long, will be treated with shrubbery and 
will be inclosed with a wall. A drive, also, of two miles in 
length will encircle the works. The main entrance will be 
through an arched gateway from One Hundredand Eleventh 
street, opening into a large circular park. A park of 800 
ft. in width will divide the long stretch of shop-buildings 
from the railroad. 

On one side is water transportation by Lake Calumet and 
on the other the Lilinois Central Railroad tracks, while but a 
short distance away is the junction of the innumerable roads 
leading into Chicago. 

The structures will be of brick and stone, having 1,130 
feet of frontage and facing the double track of the [llinois 
Central Railroad. They will consist, first, of two parallel 
buildings for erecting shops, 690 ft. long and 87 ft. wide. 
The central section, containing the offices and store-rooms, 
will be 10014 ft. long and 100 ft. deep, three stories high, 
with a tower rising to the height of 146 ft. In the rear of 
these will be a series of four buildings, covering an aggre- 
gate frontage of 1,047 ft., with a general — of 200 ft., 
forming the wood machine shops, blacksmith shop, varnish 
room, repair shops, and two erecting shops. Still back of 
these will be another erecting shop, 474 86 ft., a dry-kiln 
150 80, and a foundry 180 ft. front and 200 ft. deep. 
These buildings are compactly Jocated as regards each other, 
making them convenient of access. The erecting shops will 
have stalls for fifty passenger cars and 100 freight cars at 
one time. Tracks running between the various shops will be 


provided with numerous turn-tables, so that the cars can be | 


run in and out without switches. 

The Corliss engine is to be so situated that its 35 ft. fly-wheel 
will be in full view from the railroad, and the front of the 
building it occupies will be ornamented with a large orna- 
mental window. The monster engine cost originally $114,- 
000, and to bring it on here from Providence, R. L, where 
it now is, will require a train of thirty cars. Its normal 
capacity is 1,400 horse-power, but it can be run to 2,500 
horse-power. 

The engine will arrive at the new works, and be in opera- 
tion Sept. 1. The greater part of the machinery for the 
works will be new, and will cost, exclusive of $125,000, for 
the engine and boiler, $300,000. All the building, will be 
lighted with an electric; light and heated by steam. There 


will be 7,827,026 cubic feet to be warmed, which will re- 
quire 230,536 feet of steam-pipe. 

In connection with the Pullman Palace Car Co.’s works, and 
just north of then on the same grounds, is to be erected a 
manufactory of the Allen Car Wheel Co., which is a consoli- 
dated corporation of all the paper car-wheel interests in the 
country. The capital stock is $1,000,000, and nearly two- 
fifths is owned by Chicago capitalists. The capacity of the 
works will be 20,000 car-wheels annually. The build- 


ings were planned by Mr. R. V. Allen, General Super- 
intendent and inventor of the wheel, and are two 
in number. One will have a frontage of 3864 ft., 


a breadth of 150 ft., and will be two stories 
high. The second building will be 100 ft. front by 150 
deep. The buildings will be graced with a tower. About 
100 men will be onenerss, and the power for running the 
works will be furnished by means of a shaft connecting with 
the Corliss engine. The cost will be about $200,000. 

To provide for the laborers to be employed in the two es- 
tablishments, the Pullman plans include the erection of cot- 
tage dwelling-houses, two stories high. Mr. 8. 8S. Beman, a 
New York architect who drew the plans for the works, has 
in connection with them drawn plans for the dwellings. 
They will be located north of the works, and will be of brick, 
with slate roofs. —Chicago Inter-Ocean, April 26, 
Examinations for Color-Blindness, 

The examiners who have been testing the eye-sight of the 
employés of the New York Division of the Pennsylvania 
Railroad, examined in all 780 conductors, engineers, fire- 
men, baggage-masters, brakemen, and switchmen of that 
road, 58 belonging to the New Jersey Midland and 41 on the 
| Lehigh Valley, 879 men altogether. Of these, only 35, or 
| 








| about 4 per cent., were found to be deficient in color-sense 
| or at all affected by color-biindness, a smaller proportion than 
| was expected, 


The Reading Fast Engine. 


All sorts of descriptions of the fast engine just built by the 
Baldwin Locomotive Works for the Philadelphia & Reading 
road have been guing the rounds of the papers. <A sub- 
scriber sends the following as a sample, embodying some 
curious statements: 

“What is believed to be the fastest locomotive in the 

country is shortly to be placed on the Bound Brook line 
between Philadelphia and New York. It is expected to be 
able to make the distance at a uniform speed of a mile a 
minute. The engine differs from all others in one material 
— Instead of there being two sets of driving wheels 
heir is but one pair, and these are 16‘¢ feet in diameter, 
which is from 1 to 1's feet larger than those of the fastest 
passenger locomotives of theday. The object sought to be 
obtained by dispensing with the double pair of drivers 
and the use of but one, is to do away with the connect- 
ing rod that rests upon both wheels on each side, In the 
running of fast trains the vibration has been so great that it 
frequently happens this rod snaps, demolishes the cabin, 
and frequently throws the train from the track, On the 
| new locomotive there is no fear of anything of this sort, be- 
| cause the only rod is that which extends from the cylinder 
box to the one pair of wheels. The weight of the engine is 
about 84,000 pounds, and the water-tank has a capacity of 
over 4,000 gallons.” 

Another paper says that the engine has one driving’ wheel, 
616 feet in circumference, which would make a curious sort of 
engine, 

Quick Work in a Repair Shop. 

Our Chicago, Burlington & Quincy mechanics, though 
among the very best and most skillful in the world, are by 
no means given to bragging ; yet as a specimen of rapid 
work it is worthy of mention that the fine new standard en- 
gine No, 34 was built in the Aurora shop in just nine days— 
about as quick as the work would have been meen ym 
in the large manufacturing establishments where speed is the 
especial desideratum. The boiler of this engine reached the 
machine shop on Monday morning of last week, and on Wed- 
nesday afternoon of this week the engine, fully completed, 
was sent to the paint shop. She has been handsomely 
painted, the varnish is dry, and this afternoon she will be 
ready for the road, in less than twelve working days from 
the time her boiler was wheeled into the machine shop,— 
Aurora (Ill.) Beacon, 


The Mexican Railroad. 

At the regular meeting of the 
Philadelphia, April 17, Mr. 
a paper on the history of the construction of the 
Mexico & Vera Cruz Railroad, illustrating his re- 
marks with numerous photographs and maps obtained 
during a recent trip to the country of the Montezumas. As 
early as 1837 the project was broached, and from that time 
until it was finally opened, in 1873, by President Lerdo, the 
road suffered an alternation of success and defeats. During 
its progress forty different presidents and one Emperor 
governed our unfortunate neighbor, and each government 
had in turn to be won over to the plans of the friends of this 
enterprise, and that in spite of a powerful opposition from 
various classes of the community. Not only were these 
difficulties surmounted, but those offered by the climate and 
the natural obstacles of the route were likewise overcome. 
At length, after years of labor and the expenditure of mil- 
lions of money, the road is now an established success, and is 
to-day one of the grandest specimens of engineering 
the world can show. The road is 260 miles long, 
is laid with steel rails, is thoroughly equipped with 
engines and rolling stock, has fine iron bridges, substan- 
tial stone stations, and all tunnels, masonry, &c., are of the 
best character. The grades and curves are numerous and 
excessive. Tho highest point of the road is 8,200 ft. above 
the sea. It ascends 6,500 ft. in 60 miles and in one case 
climbs 2,000 ft. in 15 miles. The City of Mexico itself is 
7,600 ft. above the sea, or nearly one and a half times as high 
as Mount Washington. The road was built principally by 
English capital, but is granted a concession by the Mexican 
government, which, however, is now much in arrears. All 
the foreign commerce of the most thickly-sett!ed parts of the 
Republic passes over the road, and the proper development of 
| the country under a stable government would enable the 
road ‘o do an enormous business. The state of the country 
is shown by the fact that each train carries a guard of 30 
soldiers of the Mexican regular army. 





Engineers’ Club of 
Coleman Sellers, Jr., read 


Steam Street Cars. 

An Iowa exchange says that a street road has been opened 
| from Marion, Ia., to Cedar Rapids, about five miles, which 
is to be worked by separate steam motors. It does not state 
by. whom the motors are built. 


Stealing a Ride—A Four-Footed Tramp. 

The Plainfield (N. J.) Bulletin says that a passenger on a 
New Jersey Central train turned a cat loose out of a bag at 
Bergen Point, The cat at once made for one of the trucks 
under a passenger car and there she stuck while the train ran 
to Jersey City, then from Jersey City over the Long Branch 
Division to Sea Girt, back to Jersey City again, and finally 
out to Dunellen again, about 145 miles in all. She utterly 
refused to leave the truck until the train was housed for the 
night at Dunellen, when she finally yielded to the persuasions 
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of the conductor, and consented to go home with bim. She 
is now comfortably housed, and doubtless boasts of her 
travels in the back yard at night, as cats will. 


Force of Wind on the Prairie. 


The extra freight frain which left here at 1:40 Wednesday 
afternoon over the Chicago & Iowa Road, though a com- 
paratively light one, was stalled at Sugar Grove by the 
wind, So strong was the gale that it completely stripped 
off the canvas roof from the way car, and while upon the 
ridge Conductor Covers rather expected to have his entire 
train blown from the track.—Aurora UU.) Beacon. 


OLD AND NEW ROADS. 


Atlantic & Pacitic.—The arrangements made for the 
issue of bonds by this company are more fully shown in the 
following extracts from the circular issued to its stockhold- 
ers by the Atchison, Topeka & Santa Fe Company: 

** The railroads of the Atchison, Topeka & Santa Fe Rail- 
road Company, and of the St. Louis & San Francisco Rail- 
way Company, connect in the state of Kansas; and these 
companies have agreed with the Atlantic & Pacific Railroad 
Company to build immediately the line of railroad and tele- 
graph above described, to be known as the Western Division 
of the Atlantic & Pacific Railroad, and to operate it in con- 
nection with their own roads, as a continuous through line 
from the M'ss'ssippi aid Missouri rivers to the Pacific Ocean 

“The Atlantic & Pacific Railroad Company will issue, 
upon said Western Division, its first-mortgage bonds at the 
rate of $25,000 per mile, and its income bonds at the rate of 
$18,750 per mile, And for the purpose of providing means 
for the immediate construction and equipment of its said 
line of road westward from the Rio Grande to the Colorado 
River, a distance of about 600 miles, it will take a cash sub- 
scription of $10,000,000 from the stockholders of the At- 
chison, Topeka & Santa Fe Railroad Company and the St. 
Louis & San Francisco Railroad Company—85,000,000 from 
each company. 

‘The first mortgage 6 per cent. gold sinking-fund bonds 
above referred to will be issued in coupon and registered 
form, secured by a first lien upon the railroad, lands, land- 
grants and other property of the said Western Division, pay- 
able July 1, 1910, and may be canceled whenever the bonds 
can be purchased at not exceeding 110 per cent. and interest. 
The Atchison, Topeka & Santa Fe Railroad Company and 
the St. Louis & San Francisco Railway Company have sev- 
erally guaranteed the payment of the interest on said bonds 
to the extent of 25 per cent. of their respective gross earn- 
ings upon all business received from ond delivered to said 
Western Division, during the six months ending on the first 
days of the preceding October and April respectively, and 
each bond will bear a certificate to that effect. 

“The distance from Kansas City to Albuquerque by the 
Atchison, Topeka & Sante Fe road is 918 miles, and from 
St. Louis by the St. Louis & San Franci-co road to a junc- 
tion with the main line of the Atchison Topeka & Sante Fe 
road is 547 miles, aggregating 1,465 miles, which will be 
contributory to said guarantee, 

“To secure such interest advances and the completion of 
the Western Division. should the proceeds of the first-mort 
gage and income bonds prove insufficient therefor, but for 
no other purposes, a second mortgage may be issued npon 
said Western Division at the rate of 810,000 a mile, secured 
by a second lien upon the road, land grant and other prop- 
erty of said Westera Division. 

“The income bonds above referred to will be issued in cou- 
pon and registered form, secured by a mortgage on the net 
earnings of the Western Division, as therein described, pay- 
able Oct. 1, 1910, with semi-annual interest to the extent of 
such net earnings, but not exceeding 6 per cent, per annum, 
and non-cumulative. 

* For $4,000 in cash, payable LO per cent. within ten days 
after allotment, and not exceeding 10 per cent, in any one 
month thereafter, the Atlantic & Pacific Railroad Company 
will deliver to the subscriber $4,000 of its first-mortgage 
bonds and &3,000 of its income bonds. 

* Interest will be allowed upon all such payments at the 
rate of 6 per cent. per annum, payable semi-annually, the 
first payment of interest to be made Jan, 1, 1881, with ad 
justment of interest on the first-mortgage bonds upon full 
payment of the subscription and delivery of the securities. 

* All subscriptions must be made in bl-cks of four thou- 
sand dollars or multiples thereof, and on condition that they 
may be canceled any time before 40 per cent. shall have 
been called, in whole or in part, but not less than 20 per 
cent. at any one time; and in such case the subscribers shall 
be repaid the money paid by them, with interest at 6 per 
cent., and shall receive income bonds at the rate of 8500 for 
each $1,000 of subscription canceled, 

‘Failure to pay any installment when due will render the 
subscription, and any installments already paid, subject to 
forfeiture at the discretion of the board of directors.” 


Baltimore & Delta.—At a recent meeting of the board 
it was resolved to push work on the grading of this road, It 
was also decided to take legal steps to compel the payment of 
delinquent subscriptions 


Boston & Albany.—This company will put on its road 
on May 5 a workingman’s train to ran morning and evening 
at a uniform low rate of fare, like the train run on the East 
ern road between Lynn and Boston, The new train will run 
between Boston and Newton Lower Falls, 12 miles. 

From June 1 the passenger tariff on this road will be atthe 
uniform rate of 2'¢ cents per mile. The present rates is 2.83 
cents per mile for all distances under 20 miles, and 8 cents 
per mile for all over 20 miles. No change will be made in 
the prices of season aud package tickets 


Burlington & Missouri River in Nebraska.— 
This company is building, at Plattsmouth, Neb., a brick car- 
shop in the form of a round-house, consisting of ten stalls 
60 feet deep. It is now using ten stalls of the engine-house 
which are needed for the increasing equipment required by 
the rapidly growing trattic of the road. The company is also 
building a brick blacksmith shop, 65 « 200 ft. At Lincoln, 
Neb., there will be built a brick round-house of 20 stalls, 
and a large brick passenger depot to contain the offices of 
the Superintendent, Train-Master and other division officers. 
The depot will cost about #40,000, 


Canadian Pacific.—Ten lers will be received by F. 
Braun, Secretary of the Department of Railroads and Can 
als, of the Dominion of Canada, at his office in Ottawa, un 
til Mav 15, for furnishing and erecting the water stations on 
this road. All the tanks must be water-proof, and the 
pumping machinery may be :u yplied to use either steam or 
wind, according to locality. Drawings and specifications 
may be seen at the office in Ottawa. 

Cape Fear & Yadkin Valley.—At the recent annual 
meeting in Fayetteville, N. C., the stockholders voted to ap 
prove and ratify the agreement of cons jidation with the 
Mt. Airy & Ore Knob Railroad Company; also to approve 


| the location of the extension of the road on what is known as 


the Walnut Cove rvute. 


Chicago & Grand Trunk.—Regular passenger trains 
began to run over this road between Chicago and Port 
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Huron, April 26. Freight trains have been running for 
some time. The trains arrive at and depart from the tem- 
porary station of the Chicago & Western Indiana road at 
Archer and Stewart avenues in Chicago, some two miles 
south of the Lake Shore’s depct. 


Chicago & Northwestern.—-Work on the Dakota Ex- 
tension of this road (the Dakota Central) is being pushed. 
Tracklaying bas been begun at Volga, last year’s terminus, | 


and the road is all under contract to the Missouri River at | 
Ft. George Island, 180 miles from Volga. 


Chicago & Pacific.—In Chicago, April 21, the United 
States Circuit Court directed Receiver Whitman to transfer | 
the road to the company, the redemption money having been | 
paid in full. The Receiver will retain all money in his pos- | 
session, and collect all earnings up to April 25, and will settle 
all claims arising from his operatiou of the road up to that 
date. He is ordered to report to the Court by June 1 and to 
make then a full statement showing all receipts and dis- 
bursements and all claims which may then be outstanding. 

The following circular announcing the transfer of the road 
has been iseued: 

‘ Notice is hereby given that on and after Sunday, April 
25, the Chicago & Pacific Railroad will be operated by the 
Chicago, Milwaukee & St. Paul Railway Company. 

“All freight destined to points located upon or reached by 
the Chicago & Pacific should be delivered at the regular 
freight depots of the Chicago, Milwaukee & St. Paul Rail- 
way Company, in Chicago, commencing Monday morning, 
April 26.” ° 


Chicago & Tomah.—This road has been sold to the | 
Chicago & Northwestern Company. It is a narrow-gauge | 
road, extending from Woodman, Wis., on the Chicago, | 
Milwaukee & St. Paul's Prairie du Chien Division, south- | 
ward to Lancaster, 41 miles, with a branch from Dankloff | 
Junction to Montpont, 14 miles. An extension about eight | 
miles, which is all graded, will carry this branch to McCor- | 

| 
| 








mac, the terminus of the Galena & Wisconsin, which also has 
been bought by the Northwestern. These two together make 
a line nearly 80 miles long from Galena nearly due north to 
the Prairie du Chien line of the Chicago, Milwaukee & St. 
Paul. The Northwestern has no road nearer t> it than 
Freeport—50 miles east of Galena. 


Chicago & Western Indiana.—In accordance with | 
the decision of the Appellate Court declaring void the or- 
dinance allowing this company to build its road on the 
route adopted in Chicago, the Circuit Court bas enjoined the 
company from proceeding further in condemnation of land 
required for the road. 1@ company will probably appeal, 
but the injunction will hold, unless the City Council passes 
a new ordinance free from legal objections, or the Supreme 
Court reverses the decision of the Appellate Court. 

The Chicago City Council on April 26, after much discus- 
sion, passed an amended ordinance giving this company the 
right to extend its line in the city limits. rhe new ordinance 
is believed to be free from the defects which caused the 
Court to pronounce the former oneinvalid. This will Free 
ably enable the company to complete its road before long, 
which is very important to the Wabash, which has no 
other inlet into Chicago, and to the Grand Trunk, which 
will run its passenger trains over it. 


Chicago, Burlington & Quincy.—Mr. C. E. Perkins, 
the Vice-President and General Manager, has stated that this 
company has given up all intention of extending the Bur- 
lington & Missouri River in Nebraska to Denver this season. 
It is extending its line up the Republican valley to Indianola, 
and there, about 250 ike east of Denver, the terminus will 
be for the present. 


Chicago, Milwaukee & St, Paul.—This company as- 
sumed contro} of the Chicago & Pacific road on April 25, 
adding the 88 miles of that road to its system. Arrange- 
ments are to be made at once for the extension from Byron, 
Lil., west to Lanark, about 80 miles. 

The company has negotiated with Kuhn, Loeb & Co., of 
New York, for the sale of the 88,000,000 bonds to be issued 
upon this (the Chicago & Pacific) division. The proceeds are 
to be used to refund the money advanced to redeem the 
road, and to pay for the new extension. 

The Southern Minnesota and its leased Central road will be 
transferred to this company on May 1, and will be thereafter 
known as the Southern Minnesota Division, This will add 
to the company’s lines 350 miles of road, the Southern main 
line from North La Crosse to Flandreau, Dak., 310 miles, 
and the Central Branch from Wells to Mankato, Minn., 40 
miles. 

The Commercial and Financial Chroneile says: “It is 
stated that the Chicago, Milwaukee & St. Paul Company 
will issue about $9,000,000 new 6 per cent. bonds on the 
Southern Minnesota. These bonds are to be known as the 
Chicago, St. Paul & Milwaukee (Southern Minnescta Di- 
vision) bonds, and for exchange the new bonds are to be 
issued at the rate of about $125 to $137 of the old. The 
bonds under this mortgage are to be applied as follows, viz: 

* Nos. 1 to 6,124 to retire the following old liens : 
Soutbern Minnesota Railroad ‘Pink’ bonds, 7 per 





et rrr rare rere 225,000 
Do. construction bonds and old accrued in- 
A Ge ek s Cais, inate cks ihe d bei ce nektene $4,474,376 
Less concession toC. M. & St. P. Ry...... ‘ S7€ 
; —- 4,165,000 
Extension bonds, 7 per cent., redeemable at par..... 1,266,000 


Central Railroad Ist mortgage 7 per cent. bonds, 

£600,000, redeemable at 78 per cent. of par value.. 468,000 

Total taht AL a $6,124,000 

* Nos, 6,125 to 5,586 to complete the railway from Flan- 
dreau to Sioux Falls. 

* Nos, 6,587 to 7,000 to the purchase of equipment for, 
and making permanent improvements on, the Southern Min- 
nesota Division. 

* Nos. 7,001 to 9,000 to the construction and equipment of 
an extension of the branch from Mankato to Minneapolis 
and St. Cloud, but only to the amount of its actual cost, and 
not exceeding $15,000 per mile, in sections of 10 miles each 
of completed road.” 


Chicago-Omaha Fast Trains.—The Chicago /nter- 
Ocea. of April 23 says: “The Iowa poe lines are now 
engagel in preparing the new time-tables that will go into 
effect Sunday. As the chan are numerous, the General 
Passenger agents are very ily engaged just now. The 
Chicago & Northwestern road will probably not have its 
time-table ready until to-morrow. 

* The following is the time at which the trains of the Chi- 
eago, Rock Island & Pacific road, which will leave bere at 
12:30 p.in., will reach the principal points on the Dlinois 
Division, with the time made by the old 10:30 a. m. train : 
Chicago, 12:30 p.m and 10:30a. m. ; Blue Island, 1:17 p. 
m. and 11:27 a. m. ; Joliet, 2:05 and 12:25 p. m. ; Morris, 
2:45 and 1:20 ; Ottawa, 3:27 and 2:10 ; LaSalle, 3:54 and 
2:39 ; Bureau Junction, 4:25 and 8:15 ; Chicago, Burling- 
ton & Quincy Crossing, 5 and 4:03; Geneseo, 5:55 and 5:18: 
Moline, 6:35 and 6:10 ; Rock Island, 6:40 and 6:20. 

* The Chicago, Burlington & Quincy road will withdraw 
the train that left here at 6:30 a. m. and arrived at Council 
Bluffs at 9:L0a. m. The Nebraska, Kansas and pnease 


for bids for the construction of this section. 


| first regular train on this road ran through to Bridgeport, on 
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Sunday, start at 10a.m. The Pacific and Kansas express 
will leave here at 12:30 p. m., arriving at Galesburg at 6 p. 
m.; Quincy, 10:05; Hannibal, 11:10; Burlington, 8:10; St. 
Joseph, 8:25 a. m; Atchison, 9:40; Kansas City, 8:30; Lin- 
coln, Neb., 12:15 p. m., and Council Bluffs at 9:20 a. m. 
These changes wili all go into effect Sunday. 

“It is learned that the Union Pacific road is becoming in- 
terested in the reduction of time made by its trains, which | 
leave Omaha at 11:55 a. m. and arrive from the West at | 
8:45p. m. As this road has no competition, it did not feel 
called upon to increase its rate of speed, which is very slow, 
averaging between 16 and 20 miles per hour. Travelers have 
long protested against the slow time made, and now the re- 
port is current that arrangements are being made to de- | 
crease the time between Ogden, Utah, and Omaha, in order 
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standard freight tariff, viz.: The columas of rates for Class 
J—Cotton, and Class K—Fertilizers, shall be as follows: 


Distances........... 50 100 150 200 250 300 350 
J—Cents...... ..... 20 30 35 37 40 42 45 
K—Cents..... 8 10 11 13 15 16 17 


‘6. The following addition is made to ‘ Rules for Sleeping 
Car Berths:’ Provided, however, that for a lower berth, with 
upper berth not lowered, the fare may be not exceedin 
$1, for 150 miles or less, and for distances between 150 an 
200 miles not exceeding $2.” 


Grand Rapids & Indiana.—It is reported that the ex- 
tension from Petoskey, Mich., to the Straits of Mackinac 


| will be built this season. Arrangements are being made to 


begin work. 


to make earlier Eastern connections here.” | Jerome Park.—This company has been organized to 


Cincinnati, Hamilton & Dayton.—A dispatch from | 
Cincinnati, April 32, says: ‘‘An understanding has been | 
effected finally with regard to the future management of the | 
Cincinnati, Hamilton & Dayton Railroad, in connection | 
with the Cleveland, Columbus, Cincinnati & Indianap- | 
olis, which seems to be satisfactory to all parties. It | 
is, that at the coming election of Cincinnati, Hamilton & | 
Dayton directors the Cleveland, Columbus, Cincinnati & In- 
dianapolis Company shall name three and the Cincinnati, | 
Hamilton & Dayton nine, The President shall be of the | 
Cincinnati, Hamilton & Dayton party, while the Cleveland, | 
Columbus, Cincinnati & Indianapolis Company will have a | 
minority of the board and of the stock. They will be joined 
by some heavy stockholders of the Cincinnati, Hamilton 
& Dayton, and thus have control. One saving of 
$90,000 a year will be made by surrendering the lease of the 
Cincinnati & Baltimore track and of the Cincinnati, Indi- 
anapolis, St. Louis & Chicago track and running the trains 
of the Dayton Short Line in on the Cincinnati, Hamilton & 
Dayton track from Ludlow Grove.” 


Cincinnati Southern.—The Trustees have finally de- 
cided to build five miles of road from Boyce’s station to 
Chattanooga, where the Western & Atlantic track is now 
used, The estimated cost is $75,000. The line was all sur 
veyed and located some time ago, and is all ready for the 
contractors. The Engineer has been directed to advertise 


Cleveland, Tuscarawas Valley & Wheeling.—The 


the Ohio River, opposite Wheeling, W. Va., on April19. A 
mixed train will be run between Uhrichsville and Bridge 

port for a week or two, when the regular passenger trains 
will begin to run trom Black River and Cleveland to Bridge- 
port. The extension from Uhrichsville southeast to Bridge- 
port is 57 miles, making the road 158 miles from Black River 
on Lake Erie to its Ohio River terminus. The extension 
passes through the hilly country of Southern Ohio, and re 

quired some heavy work, including several tunnels. It is ex- 
ected so furnish an outlet for the coal and iron ore of the 
fuscarawas Valley to the Ohio River and to the iron works 
of Wheeling and the neighborhood. There is also, we be- 
lieve, some coal territory on the newline. It runs diagonal- 
ly across the country between the Pittsburgh, Cincinnati & 
St. Louis and the Baltimore & Ohio, much of the road being 
a considerable distance from any other line. The road is now 
now complete except a short spur from Bridgeport to West 
Wheeling, where transfer slips are to be built, so that cars 
can be run down upon barges and ferried across the Ohio to 
Wheeling. The stations on the extension are as follows : 


build a short branch line from the New York & Harlem 
road to Jerome Park, the famous race-track, which is about 
a mile from the railroad. 


Kansas City, St. Joseph & Council Bluffs.—It has 
been reported for some time that the Gould interest was 
trying to secure control of this company. It is now said that 
their efforts have been defeated, and that a majority—nearly 
two-thirds—of the stock has been secured by Boston parties 
who are largely interested in the Chicago, Burlington & 
Quincy, and who will hold it to control the road in the in- 
terest of that company. 

The Boston Transcript says that terms of sale to the 
Chicago, Burlington & Quincy having been agreed upon, that 
company will pay cash or its own stock at $124 per share, 
at its own option, for the income bonds and stock of the 
Council Bluffs road, paying $72.50 per share for the stock 
and 90 per cent. for the income bonds, 


Lake Erie & Western.—The people of Sandusky, O., 
have voted to subscribe $60,000 in aid of the proposed 
extension of this road from Fremont to Sandusky. The 
work will be begun very soon. 

Little River Valley & Arkansas.—This company is 
making arrangements to extend its road from Malden, Mo., 
southwest 18 miles to the St. Francis River. The extension 
will enter a country very rich in lumber and now without 
any facilities for transportation. The road is of 3 feet 
gauge, and now runs from Malden east by north to New 
Madrid on the Mississippi, a distance of 27 miles. 

Lookout Mountain.—At a meeting beld in Chatta- 
nooga, Tenn., last week, the Rome & Summerville and the 
Memphis Branch companies were consolidated with this 
company. By this action ail the companies projecting parts 
of the proposed line from Chattanooga to Rome, Ga., are 
trought into one corporation, and the company further se 
cures $170,000 in stock subscriptions, 24 miles of graded 
road-bed, and a bridge over the Oostanaula River. The con- 
tract for the road has been let toR. G. Huston & Co., who 
have just finished the Cincinnati Southern. 

Louisville & Nashville.—The United States Circuit 
Court has granted a temporary injunction to prevent this 
company from refusing to carry the freight and messengers 
of the Southern Express Company over its Mobile & Mont- 
gomery line. The company had notified the Southern Ex- 
press officers, that they must discontinue their shipments over 
the line, an exclusive contract having been bee with the 
Union Express Company. 

Massachusetts Legislature and Railroads.—The 
Boston Advertiser says of the session of the Massachusetts 








Bridgeport, Pasco, Barton, Henderson, Fairpoint, Bruce, 
Lafferty, Flushing, Holloway, Clevenger, Butler, Freeport, 
Tippecanoe, Stillwater, Newport and Uhrichsville. 


Columbus, Chicago & Indiana Central.—The Trus- 
tees and Receivers give notice that they will pay on presen- 
tation at the office of A. Iselin & Co., No. 48 Wall street, 
New York, coupons due Nov. 1, 1879, on Columbus & In- 
dianapolis Central second-mortgage bonds, and coupons due 
Feb. 1, 1880, on Toledo, Logansport & Burlington 7 per 
cent. first-mortgage and 6 per cent. income bonds. 


Connecticut Western,—On April 27 the State Treas- 
urer of Connecticut took formal possession of this road as 
trustee under the mortgage, and will hold and work it for 
account of the bondholders. This action was taken, as the 
law requires, on the written request of holders of over one- 
third of the bonds, the exact amount represented in the peti- 
tion being $1,289,000, This action has been opposed by 
some of those bondholders who agreed to take preferred 


closure will be pressed, in spite of this opposition, 


Denver & Rio Grande.—A large force is now at work 
on the line from Cafion City to Leadville, and the grading is 
advancing very fast. Tiesare being put down and track- 
laying was begun last week. 


Franklin & Pittsylvania.—This road was completed 
last week, and regular trains are to be puton very soon. It 
extends from Rocky Mount, the court-house of Franklin 
County, Va., eastward to Pittsville, 33 miles. At Pittsville 


stock for their claims, but it is now probable that a fore- | 


Legislature just finished : 

** Railroad topics have been as promipvent this year as usu- 
al. The Boston & Albany road asked for leave to buy the 
Springtield & Northeastern road, and a bill was finally 
passed in the form of authorizing the latter road to sell its 
property and franchise to the Boston & Albany road. This 
was not a case of outright transfer of the property at once, 
but the latter road held a mortgage on the former, and real- 
ly obtained possession of it as the conclusion of previous 
transactions. From the Nashua & Lowell road came a peti- 
tion which resulted in a stubborn fight in the Senate, after 
long and frequent hearings before the Railroad Committee. 
It asked for leave to use the cut of the Boston & Lowell road 
through the ledge at Lowell. If the leave were granted, the 
former road could connect with the Boston & Maine road at 
little expense and get a line to Boston independent of the 
Boston & Lowell. Finally, the bill in favor of the Nashua 
road was rejected by a very slight majority, and the Boston 
& Lowell road remained master of the cut. Leave was 
given to the New London Northern Railroad to issue bonds 
to the amount of a million and a half of dollars. A peti 
tion from the road was presented from which the favorable 
report was made. By the act the road is authorized to re- 
tire its present bonded debt, pay its floating debt and to ex- 
tend its road. No extension is to be built, but the road will 
buy that part of the Vermont & Massachusetts road extend- 
ing from Miller’s Falls to Brattleboro. A favor was granted 
to the New York & New England Railroad, authorizing it to 
hold shares to the amount of $500,000 in any incorporated 
steamboat companies running steamboats or barges in con- 
nection with its own line, provided that a majority of the 
stock shall vete to take such shares. The bill refers to trans- 





it connects with the Pittsylvania road from that place east 
eight miles to the Virginia Midland at Ward’s Springs, 28 
miles north of Danville. The whole line from Ward’s 
Springs to Rocky Mount, 41 miles, will be worked as a branch 
of the Virginia Midland. It penetrates a section heretofore 
without a railroad and passes by some deposits of valuable 


other places. It is a narrow-gauge road. 


Georgia Railroad Commission.—The following addi- 
tional modifications of the Commission’s tariffs are made by 
a circular dated April 5: 

“1. The Macon & Brunswick Railroad Company may make 


the standard rates of freights established by the Commiis- 
sioners. 

**2. The Louisville & Wadley Railroad Company is allowed 
to continue as its maximum passenger rates those charged 
by it at present. 

“3. Lumber, laths, shingles and staves will be classed, 
loads will be Class 0.” 

And the following by another circular dated April 13: 

‘1. The maximum rate for freights for the Savannah, 


above the standard freight tariff. 
» J 


cotton, which remains at standard rates. 
‘3. For the Upson County. Railroad at 50 per centum 


rates and one-half cent to half rates. 


reduction on such short distances. 





express, which left here formerly at 10:30 a. m., will, after 





iron ore, now worked at Pittsville and soon to be opened at | 


| fer steamers running from Harlem to Jersey City in New 
| York harbor, the Maryland being the boat in use at present. 
| As to the petition of the New York & New England road to 
| acquire additional terminal facilities on the South Boston 
flats, the whole subject is too fresh in the public mind to 
make it necessary to recall it. The Massachusetts Central 
| Railroad was given permission to cross the Lexington & Ar- 
| lington railroad at grade, and te make such changes in its 
| location as will enable it to use part of the tracks of the 
| Ware River road and the New London Northern road, and 
| allow it to take a short cut to the Hoosac Tunnel line. The 
| caarter of the Lee & Hudson Railroad in Berkshire county 


its maximum rates for freights by adding 20 per centum to | has been revived without any opposition. Return of pros- 


| perity made it probable to the friends of the road that it 
| would be a paying investment ; the town of Lee wanted 
| connection with the Housatonic road, and so the breath of 
| life was put into it again. Another railroad which came to 
| the Legislature for a law and obtained it was the New 
| Haven & Northampton road. It secured authority to ex- 


when in car loads, at Class O in place of P. Tan-bark in car | tend its line from Northampton, through Hatfield, Whately, 


| Deerfield and Conway, so as to connect with the Troy & 
Greenfield Railroad at Bardwell’s Ferry, and also from a 
point in South Deerfield, through Deerfield and Montague, 


Florida & Western Railroad is hereby fixed at 20 per centum | to Turner’s Falls. A measure which awakened much public 


| interest, but which found no defenders upon the floor of 


“2. For the Central Railroad & Banking Company at | either chamber, was the petition of William Aspinwall and 
20 per centum above the standard freight tariff, except on | others for the union of the Boston & Albany with the Bos- 


| ton & Providence Railroad. The hearings before the Rail- 
| road Committee were fully attended, but the many protests 


above standard freight tariff, for freights; and for passen-| which were entered by the residents along the line of the 
ger tariff rates one cent per mile can be added to its full | Providenceroad, joined with the railroad opposition, pre 5 oo 
the 


| in the committee-room the movement for the union, an 


‘4. Inasmuch as the Georgia Railroad & Banking Com-| petitioner was given leave to withdraw. The contract of 
pany entertain doubts as to their right, under the provisions the Boston & Albany road with the New York Central was 
of their charter, to charge the standard freight rates pre- | brought to the attention of the Legislature, and a little flut- 
scribed by the Commission for short distances, it is ordered | ter was created for a time, but finally no action was taken 
that Rule 6 be so relaxed in its operation as not to require | except the passage of a resolution that the state directors of 
that company to reduce, along the entire line, by reason of | the a 


Ibany road be instructed to use their influence to pre- 
vent the consummation of the contract. Authority to con- 


“5. The following changes have been adopted in the | solidate was given to the Boston & Maine and the Eastern 








RE, 

















[APRIL 30, 1880 





railroads. The petitioners for the incorporation of an under- 
ground railroad were given leave to-withdraw. In regard 
to the South Boston flats a bill was giving any rail- 
road company permission to enter upon the fiats for the 
purpose of connecting the flats with any then existing rail- 
rouds, under regulations to be prescribed by the Harbor and 
Land Commissioners. General railroad laws were passed 
to punish the throwing of missiles at railroad cars or pas- 
sengers ; to prevent the entry upon or taking of land for the 
construction of any railroad till the county commissioners 
have determined the question of e crossings : and to 
prevent unfair discrimination by railroads in the transporta- 
tion of grain. An order contemplating legislation against 
color-blindness was void of any positive result, and a bill 
for a tribunal to decide upon the exigency of railroads be- 
fore a location is granted was defeated.” 


Miami Valley.—The purchasers of this unfinished road 
at the recent foreclosure sale have organized a new company 
by the same name, ard propose beginning work at once, in 
aa - complete the road from Cincinnati to Waynesville, 

2 miles. 


Mobile & Ohio.—The round-house and repair-shop at 
Macon, Miss., were blown down on the night of April 25 by 
a tornado, which did much damage in all the surrounding 
country. The force of the wind was so great that 25 cars in 
the yard were blown from the track and most of them upset. 


New York & New England.—This company has issued 
the following circular giving its side of the case in the con- 
troversy over the South Boston Flats: 

“1. The New York & New England Railroad Company 
desires to purchase the 25-acre tract of land which it is now 
occupying under a lease from the commonwealth; also the 
12-acre tract which lies between its main line and the 50-acre 
tract. 

“2. It offers as much for the 25-acre tract as has been 
offered by any other party, under the same terms and condi- 
tions. 

‘*3. Itis willing that the locomotives and trains of the pro- 
posed Junction Railroad, if one shall be built, or of other 
connecting railroads wishing to use terminal facilities on the 
flats, shall run over its tracks from the point of junction of 
such railroad to the flats, provided that all trains while on 
its tracks shall be subject to its rules and regulations. 

‘4. It is willing that the charges for the use of its railroad 
tracks, yard and terminal facilities shall be established from 
time to time by the Board of Railroad Commissioners. 

“5. It claims that conducting a terminal business merely 
as an incident to its main business, it can afford to do it at 
less rates than any independent company which must look 
solely to its income from its terminal business for its divi- 
dends. 

“*6. It claims that being now in the occupancy of the 25- 
acre tract, using it for the purposes for which it was always 
intended, having made a large investment thereon in build- 
ings, tracks, pavements and roads, and intending to make 
still further improvements in the way of waaeenes and 
elevators, it has a right to preference as.a purchaser, 

“?. It claims that by the use of these grounds and its 
main line it can give accommodation to other roads requiring 
terminal facilities ina shorter space of time than can be 
done by any other possible means. 

‘8. The state owning one-sixth of the entire property of 
the New York & New England Railroad Company, and con- 
trolling absolutely its management by electing its directors, 
should, as a matter of pecuniary interest to itself, give the 
New York & New England Railroad Company the preference 
as to the purchase of this land over any private corporation, 
the terms and conditions of sale being equal. 

‘9. There is no agreement nor evidence before the Legisla- 
ture which shows that the proposed sale of this land to the 
Atkins party will bring a single additional mile of railroad, 
or an additional pound of business to the commonwealth 
flats. To the contrary, as far es known, this party does not 
control any railread terminating upon these flats or having 
a terminus within 140 miles of them. It will be noted that 
it has reserved the privilege of assigning its interests under 
the agreement to purchase this land to another company, 
and that the Commissioners have already agreed to accept the 
obligations of this latter company without any restriction 
whatever, either as to its business, objects or solvency. 

**10, The New York & New England Railroad Company 
refers to the letters of Mr. Cassatt, of the Pennsylvania Rail- 
road, and Mr. Blanchard, of the Erie Railroad (submitted to 
the Committee), together with the evidence of Mr. Charles 
Francis Adams, late Railroad Commissioner of this Com- 
monwealth, as being conciusive as to the necessity of these 
lands to the New York & New England Railroad Company 
and the proper manner of using them. 

“11. The New York & New England Railroad Company 
controls 450 miles of railroad, or more than any other rail- 
road company in New England except the Old Colony, which 
controls 461 miles. It has had a larger percentage of increase 
in its earnings, both gross and net, during the current rail- 
road year, than is reported of any other railroad in New Eng- 
land and it is able to meet any obligation which it will con- 
sent to assume in reference to this or any other property. 

“12. Is it fair that the state should sell this land now oc- 
cupied by the New York & New England Railroad Com- 
pany, and shown by the evidence before the Committee to 
be absolutely necessary for the proper accommodation of its 
present business, to a party whose sole object in buying it 
may be to speculate on it? They seem to have left the door 
open for this purpose in the last paragraph of the agreement 
to purchase. 

‘** 18. Is it decorous that the Land and Harbor Commis- 
sioners should undertake to sell this land, and thereby re- 
move it from the jurisdiction of the Legislature, whose ser- 
vants they are, when they knew that the Legislature itself 
had the whole matter under consideration and was about to 
take final action upon it ?” 


New York Railroad Law.—On April 28the New York 
Assembly passed the law known as the anti-discrimination 
law (which has frequently been referred to in our columns) 
by a vote of 81 to 32. Some slight amendments were 
made, 


New York, Ridgeway & Pittsburgh.—This company 
has been organized as successor to an old corporation known 
as the Northern Railroad & Navigation Company, which 
was intended to be the Pennsylvania end of the Rochester, 
Nunda & Pennsylvania road. The new company et 
building from Tionesta, Pa., on the Allegheny Valley road 
east to Ridgeway on the Philadelphia & Erie, and thence 
north to a junction with the Buffalo, New York & Philadel- 
dhia, about 60 miles in all. A branch to connect with the 

3radford Branch of the Erie is also proposed. 


Northern Pacific.—The new track of the Missouri 
Division is being lined up and leveled, and regular trains 
will probably be put on about May 1, to run to the Y-switch, 
581¢ miles from ana The following stations have been 
established: River Landing, 2 miles from Bismarck; West 
Side, Mandan, 514 miles; Comanche, 14% miles; Sweet 
Briar, 211¢ miles; Spur, 30 miles; Blue Grass, 35 miles; 


Bly’s Mine, 40% miles; Curlew, 5144 miles; Y., 5814 miles. 


Lincoln, where the river channel is better suited for the 
 -eacan and a better landing can be made than at 
ismarck. 


Pennsylvania.—This company’s monthly statement 
shows for the month of March, as compared with March, 
1879, for all lines east of Pittsburgh and Erie : 

An increase in gross earnings of (25.9 per cent.)......... $675,118 
An increasein expenses of (9.4 per cent.)...............- 151,093 
Net increase (20.2 per cent.)..........sseece secsees “$524,025 


For the three months ending March 31, as compared with 
the same period in 1879, the same lines show : 





An increase in gross earnings of (21.1 per cent.) ....... $1,621,782 
An increase in expenses of (15 4 per cent.).............. 691,795 
Net increase (53.1 per cent.).... ......ccseeecececes $920,987 


For the three monthsof this year,all lines west of Pittsburgh 
and Erie show asurplus over all liabilities of $979,185, being 
a 9 of $829,736 over the same period last year. 

‘he company’s engineers are now locating a branch from 
Port Perry, near Pittsburgh, to McKeesport. It will be 
about four miles long, and will be parallel to the Baltimore 
& Ohio track. 

The grading is nearly finished on the extension of the Pitts- 
burgh, Virginia & Charleston Division from Monongahela 
City, Pa., to Brownsville, 23 miles. Track laying has been 
begun at Monongahela City. A second track is to be laid on 
this division from Pittsburgh to Port Perry Crossing, about 
10 miles. This section of the road is used as a connection 
between the main line and the Pittsburgh, Cincinnati & St. 
Louis road, 

Track is laid on the Southwest Pennsylvania Branch to 
Fairchance, Pa., two miles south of the old terminus at Oli 

yhant and 44 miles from the main line at Greensburg. 
here is a blast-furnace at Fairchance, and plenty of coal, 
ore and limestone in the vicinity. 

It is said that the company’s engineers are surveying a 
line to run from a point on the Southwest Pennsylvania 
Branch across to Latrobe on the main line, passing through 
or near Mt, Pleasant. The distance is about 20 miles, 
through a coal region, Part of the line is covered by a 
branch to Mt. Pleasant, now nearly finished. 


Philadelphia & Reading.—This Company’s statement 
for March and the four months of its fiscal year from Dec. 1 
to March 31 is as follows: 





——March. Four months, 
Gross earnings: 1880. 1879. 1880, 187). 
Railroad traffic. .. $1,404,878 SSP9.570 $4,086,213 $3,426,097 
Canal traffic.... .. 6,804 75804 35,503 84,864 
Steam colhers 37979 69,647 227 51 226,497 
Richmond barges. 7,571 6,061 20,640 20,420 
Total R. R. Co.$1,457,322 $1,041,142 $5,270,307 $3,757,878 
Coal & Iron Co.... 927,670 T53179 2,854,477 2,311,271 
Total.... ...$2,384,992 $1,794,321 $8,133,784 $6,060,149 
Traffic: 
Pass'ngers carried, 715,208 510,672 2,822,735 1,937,880 
Tons merchandise, 544,403 301,702 1,920,705 1,024,080 
Tons coal ......... 537,809 600,494 = 2,044,327 = 1,944,562 
Tons coal on col- 
an ord. cas 40,196 56,236 167,595 178,586 
Tons coal mined: 
By Coal & Iron Co, = 254,793 323,379 976,716 1,005,615 
By tenants 94,986 97,691 329,380 326,445 
Teaek... os sas 349,779 421,070 1,306,096 1,332,060 


The statement shows a great gain in spite of the lesser coal 
traffic this year. For March the railroad company’s gross 
receipts increased $416,180, or 40.0 per cent.; the coal and 
iron company’s increased $174,491, or 23.2 per cent., and 
those of both companies, $590,671, or 32.9 per cent. For 
the four months the receipts of the alt | company in- 
creased $1,521,429, or 40.5 per cent.; those of the coal and 
iron company $543,206, or 23.5 per cent., the united gain 
being $2,064,635, or 34.0 per cent. The coal traffic was 
less, but the selling prices and tolls were much higher than a 
year ago. It must not be forgotten that the large traffic of 
the North Penn & Bound Brook Division is iucluded this 
year, and not last. 


Phillipsburg, Farnham & Yamaska.—This partly 
finished narrow-gauge road has been leased to the Central 
Vermont Company, and will be changed to standard gauge 
and opened for business. It extends from Staubridge, P. Q., 
north to St. Hyacinthe on the Grand Trunk, about 25 miles. 
It is generally parallel to the Southeastern Railway’s North- 
ern Division. 


Portland & Ogdensburg, Vermont Division.—The 
St. Albans (Vt.) Messenger says: ‘ Belden & Ide, as at- 
torneys for Asa D. Potter, of Boston, have been buying up 
the lien claims, upon which a decree was obtained in the Su 
preme Court against this company, paying therefor 75 cents 
on the dollar, the purchasers assuming all expeases of litiga- 
tion. The holders of about one-half of the entire amount of 
these claims, exclusive of that of the Messrs. Fairbanks, 
have accepted the offer. The total amount of these claims, 
exclusive of the Fairbanks interest, is some over $60,000, 
At the time these claims were allowed, and the court is- 
sued a decree to have the same paid out of the net earnings 
of the road, or have all the property sold to satisfy the same, 
it was supposed the claimants would receive their pay in 


full. But in view of the fact that a sale of the per- 
sonal property of the road has been decided upon 
by the new corporation, and that such sale will 


probably not produce enough to pay a very large per 
centage upon the claims, and that the creditors must rely 
upon net earnings for the balance of their pay, and that 
such net earnings are doubtful and uncertain, the claimants 
preter to take the offer of a smaller sum and have no more 
trouble or doubt about the matter. It is supposed that Mr. 
Potter is purchasing these claims in the interest of the new 
corporation—the St. Johnsbury & Lake Champlain Railroad 
Company—and that this action will facilitate the closing up 
of the old corporation and the inauguration of the new. 


Port Royal & Augusta. y 
made for the six months from Sept. 1 to Feb. 





1879-80. 1877-78. Increase. P. ¢. 
Passage.... ........-.. $25,288.35 $20,092.10 $5,146.25 25.6 
RB 26k abd savas xe 142,281.45 106,905.62 35,375.83 33.1 
Other sources 20,820.26 12,094.18 8,726.08 66.7 


ee ae $188,340.06 $139,001.90 $49,248.16 35.4 

Earnings per mile 1,681.61 1,241,809 439.72 35.4 

The road is reported as doing a better freight business this 
season than ever before. 


St. Louis, Kansas & Arizona.—Track is now laid on 
the branch of this road from Usawatomie, Kan., west by 
north to Ottawa, 21 miles. ‘ 

This road, which was started in the interest of the Mis 
souri Pacific and is owned by that company, is worked by it 
directly, and known as the Kansas & Arizona Division. 


Southeastern Colonization, of Manitoba. — The 
Canadian government has agreed to give this company 2,500 
acres of land per mile, on condition that work is begun at 
once. ‘ 





A line is being surveyed from near Bismarck to Ft. 


Southeastern, of Canada.—Montreal papers state that | northwest through 


| 
The following statement is | 
20: 
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although the ice bridge over the St. Lawrence at Montreal 
was a good thing for this road it resulted in a nominal loss. 
The cost of the structure was about $15,000, while the re- 
ceipts from transportation of cars were only about $6,000. 
Of course the company has the necessary material for lay- 
ing the track next winter, when arrangements will have 
been made for handling double the quantities of freight 
handled this winter_-1,000 cars. 


Southern Arizona.—This company has been organized 
to build a railroad from Tombstone, Arizona, the centre of 
the Tombstone mining district, to the Southern Pacific at 
the main of the San Pedro River. A survey is now being 
made. 


Southern Minnesota.—Notice is given that holders of 
Farmers’ Loan & Trust Company certificates for construc- 
tion bonds can exchange them for Chicago. Milwaukee & St. 
Paul 6 per cent. bonds at the rate of $1,250 for each old 
bond and past-due coupons, on presentation at the Trust 
Company’s office in New York. 


Southern Pacific.—Track on the Arizona Division i 
now laid to Tombstone, 35 miles eastward from Tucson, 
where a station has been established. This point is near 
a large mining district. A considerable trattic is reported as 
coming already to Tucson from the Mexican state of Sonora, 

Texas papers state that this company’s engineers have be, 
gun a survey of a line from San Antonio te El Paso, | They 
are to be assisted by the engineer of the Galveston, Harris- 
burg & San Antonio road. 


Tennessee State Railroad Bonds.—Argument in the 
test case on the hen of the bonds issued by the state of Ten- 
nessee on the railroads built in part by the proceeds of those 


} bonds, was begun in the United States Circuit Court in 


Nashville, April 27. A large number of counsel are to be 
heard, and the argument will take some time. 


Texas Trunk .—Over 200 men are now employed on the 
grading of this road between Dallas, Tex.. and Kaufman. 
The engineers are now locating the line between Kaufman 
and Jacksonville. Track-laying is to be begun at Dallas 
soon. 


Tonawanda Valley.—This company has been organized 
to build a railroad from Attica, N. Y., on the Erie south, by 
west to Sardinia Junction on the Buffalo, New York & 
Philadelphia. The distance is 28 miles, and most of the road 
was amo several years ago by the old Attica & Arcade 
Company. 


Valley, of Ohio.— At the recent annual meeting the fol- 
lowing statement was submitted for the year ending March 
Receipts from capital stock....... 
From sale of first-mortgage bonds 
Miscellaneous sail > : 


$8,364.52 
- 1,016,206.11 
coeewe ; 6,360.79 


Total . a P er $1,030,951 .42 
Paid on road and equipment ...... 749,991 74 
Supplies = TE are ae : a i 2 580.30 
Floating debt paid . 226,867.47 
Cash and receivables 


51,482.01 
— $1,030,931 .42 
The road is now in operation from Cleveland to Canton 

58 miles, and is said to be doing a very good business, 


Washington & Ohio.—The Circuit Court at Richmond, 
Va., has given a decision declaring this company insolvent, 
and ordering a @ecree to issue for the sale of the road after 
60 days’ notice. Mr. McKenzie, President of the com 


pany, is allowed #87,800 of Washington & Ohio rail- 
roac bonds as collateral for a debt of $25,000, 
His claim for salary was not passed upon. 


H. S. MeComb and the contractors are to surrender the 
the Alexandria, Loudon & Hampshire bonds, and take in lieu 
thereof Washington & Ohio bonds at 50 cents on the dollar 
as collateral for their debt of about $280,000, The petition 
of J. H. Reid, Receiver of the Farmers’ and Mechanics’ 
Savings Bank of Alexandria, is rejected, on the ground that 
the money loaned was borrowed upon the faith of the com- 
pany with bonds deposited as collateral. 


Western Counties.—This road has been re-opened and 
trains began to run once more between Digby, N. 8., and 
Yarmouth, on April 26. The connection between Digby and 
Annapolis is made by steamboat, 


York Springs.—It is proposed to build a railroad from a 
point on the East Berlin Branch of the Hanover Junction, 
Hanover & Gettysburg road, northwest to York Springs, 
Pa., about 10 miles. It would connect with the Harrisburg 
& Potomac road. 


ANNUAL REPORTS. 


The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol- 
ume of the Railroad Gazette : 

Page. 
Kan. City, St. Jo. & C, Bluffs... 220 
Lehigh Coal & Nav. Co, ........ 
Lehigh Valley, . - 


Allegheny Valley... 1 
Atlanta & Charlotte Air Line 
Baltimore & Potomac... 
Boston & Albany......... 














—— Little Miami (P., C. & St. L.) 213 
Boston & Lowell....... . +. 4 Long Island.......... ES 
Bur. & Mo. River in Nebraska, 5 Maine Central............ crocs SOB 
Canada Southern. .......-. +++ 74 Mass. R. R. Commixsion....... 45 
Central, of Georgia....... ... 25 Minneapolis & St. Louls..... 12 
Central, of New Jersey... . 151 Mobile & Montgomery.......... 152 
Charlotte, Col, & Augusta..... 151 Montpelier & ells River...... 124 
Chartiers (P., C. & St. L.)....... 2138 N. ¥., Lake Erie & Wesat...... 6,12 
Chesapeake & Ohio......... . 06 N.Y. N.H. & Hartford..... 6 
Chicago & Alton... ° 136,156 N. Y., Providence & Boston 25 
Chi., Burlington & Quincy. 16¥,176 N.Y. & Oswego Midland.. il 
Chi, Clint,, Dub., & Minn,... 178 Northern Central . 123 
Chicago, Mil. & St. Paul....206, 212 Ohio & Mississippt 151 
Chicago & Pacific ...........++. 06 Panama......... yz) 2 
Chi, & West Michigan on 17h Pennsylvania Rallroa LH), 137 
Cin., LaFayette & Chicago.. we Pennsylvania & New York .. 18 
Cin. & Mus. Val. (P.,C.& St. L.) 218 Philadelphia & Reading.. . 38 
Cincinnati Southern ” . 124 Phila, Wil & Baltimore o - 
Cleve., Col., Cin, & Ind 184, LSS) Pitts., Cin. & St. Louls.... 218 
Cleve., Tus. Val. & Wheeling .. 162 Pittsburgh & Lake Eric as 0 
Col., Chic. & Ind, Cent. (P., ©. Pitts. Wh. & Ky.(P.,C. &8t. L 213 


Prince Edward Island 





© 214 Quincy, Mo. & Pacific 
Columbus & Toledo..... .... 214 Raleigh & Gaston 
Connecticut River ee 226 Richmond & Danville ad 
Consolidation Coa! Co 124 Richmond & Petersburg. 7 
Cumberland Vailey...........+- 152 Rome, W'town, & Ogdensburg. il 
Dayton & Southeastern . 70 St. Louts, Lron Mt, & Southern, 177 
Delaware c M% St. Louts, Van. & Terre Haute ws 
Delaware & Hudson Canal, 06,175 South Carolina eS 
Del, & Hud Can. Leased Lines 178 South Carolina Railroads...... 40 
Del., Lack. & Western . % Troy & Boston as 70 
Delaware Western....... .. 7% Unton Pacific stvee 151 
Fitchburg........ wee. TH Wabash, St. L. & Pacifie....... 7% 
Flint & Pere Marquette 7) West Chester & Phila . on 77 
| Galv., Houston & Henderson (5 Western North Carolina,...... 188 
Hannibal & St. Joseph.... 162 Western KR. RB, Association..... 46 
Huntingdon & Broad Top... “4 «Wilmington, Col. & Augusta ,, 108 
Illinois Central... 118, 128 Wilmington & Weldon..... ¥ 108 
Intercolonial 152 Wisconsin Valley. 177 
Cape Fear & Yadkin Valley. 


This company owns a line from the old town of Fayette- 
ville. N. C., on the Cape Fear River, northwest to Guif, 47 
miles. Four miles of this, from Egypt to Gulf, were com 
sleted about the opening of the last fiscal vear, which ended 
Feb. 20, 1880. Work is in progress on an extension from Gulf 
Greensboro to Mt Airy in + 
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Count y, with a branch {to the copper mines at Ore Knob. 
Until last year the road was known as the Western, -_ 
North C ‘arolt , and locally called the Coalfields road, 
distinguish it from the Western North Carolina. 
The earnings and expenses for the year were as follows: 


1879-80. 1878-79. Inc, or Dec. P.c. | 
Gross oneniags. NAPE oe Be 222.9% $30,512. . I. $1,710.49 5.6 
Expenses. . oeued 443.44 26,837. 1. 606. 04 «2.3 
Vet earnings..... $4,779.! Bt “$3.6 675. 09 , $1, 104, 45 30.1 
Gross earn, per mile... 685.60 709.59 23.900 3.4 
Net = heats Si 85.47 if 16.22 19.0 
Per cent. of exps...... 85.17 87.06 D. 279 3.2 


The report of the President, Mr. Julius A. Gray, says: 

“At your last annual meeting an amendment to your 
charter, containing several important provisions, was 
adopted. Under it your corporate name has been changed 
and the control of the affairs of the company transferred 
from the private stockholders to the state, The capital 
stock has been scaled 50 per cent, and a consolidation with 
the Mt. Airy & Ore Knob Railroad smeey pam | effected. 

* Another important privilege granted under this amend- 
ment was that of extending your road, by an ‘independent 
line, up the valley of the Yadkin through the counties of 
Forsy yth, Sas adkin, Surry and Wilkes to Patterson, in 
( ‘aldwell Count , thence through Caldwell, Watauga, Ashe, 
itchell, or either of them, and to connect 
with any railroad constructed or to be constructed in West- 
ern North Carolina.’ Appreciating the inestimable value 
of such an extension to the material interests of the 
state of North Carolina, in the development of the im- 
mense resources of this magnificent valley of the Yadkin, 
and in the Waseporsenies of the rich and varied press ts of 
that fertile region through the entire length of the State to 
our own seaport at the mouth of the Cape Fear, you unani- 
mousiy adopted a resolution inviting the codperation of tke 
people along this is proposed line in carrying it forward to 
completion. 

* At Ore Knob, the western terminus of our Mt, Airy 
Branch, 1,200 hands are now employed, and the product of 
their labor hauled for 45 miles in wagons to the nearest 
line of railway. Ours will, when completed, be 100 miles 
the shortest line to the sea, and can successfully compete 
for this traffic with any other which can be built.” 


Pensacola & Perdido. 





This company owns a line 9 miles long from the wharf at 
Pensacola, Fla., to Perdido, or Millview, which is used 
chiefly for « carrying lumber from the mills on the Perdido 


River. Its report for the year ending March 31, 1880, is 
presented in the following condensed form: 
RECEIPTS. 

Passengers. ..... Seeecvdee shade hekvakdeehderndacess .. $1,350.67 
= 2 RED Rare Sey pease caine venice BF 210.51 
ME ckcscudodsdu dds pbeocapresebsresccs 1,753.80 
PE i pc dck coh ck Shenetekneraceces esxcseonseee 10.00 

$40,414.07 

° DISBURSEMENTS. 
oF parabia, outstanding March 
OM eects $28,184.50 


8 
intial liabilities, March 31, 





Bills payable, March 31, 
86 4,015.80 
2 372.44 
————-- 26,388.24° 
-——- $3,655.20 


L880 
Individual liabilities. . 


na ~ pg accounts, March 31, 
R80. 





Vedas s ak cottnti ti $6,903.79 

¢ ‘lee table. “accounts, March 331, 

nc ssuatnhe peeke se minhe that 6,411.09 

- ——- $492.70 
Office @XPONREB........-.... 0005+ ome 
Contingent expenses, taxes, di bis oe aesak ss 1,631.20 
Salaries account............ ... 2,487.50 
Re pairs to locomotives. 903.88 
WF MEDS bc ces oe pedesvoecceesieséve'es 609.04 
Movement account, Riintic taeda sene tied « .... 9,301.56 
BORE FORMED. 006 6060902 cawerieses ey OG 
a dsb eass eektsedotass ares csees 2,571.98 
Damages paid........ Snendath de Navceseeee ee 76.05 
CE Ss Sem ks AEN Case Maa Rha d ANd1Ke 009-00 1,280.50 
Construction account.......... ibe ms 
Equipment account..................-. 118.64 
OR i565 eccbenas bel ess sescees 8,333.17 
ak leben kbs shia dhaeanane) «teenne 4,582.04 
Freigh expenses SEL RS RRS a 477.55 
Profit and loss. ..,....... Sains 84 


$40,414.07 
Actual earnings and expenses for the year: 





1879-80. 1878-79. Inc, or Dee. P. e. 

Gross earnings........ $40,414.07 $41,467.94 D. $1,053.87 2.5 

Expenses ........ .--. 22,50336 22,041.38 I. 461.98 2.1 

NE nt on ce ian nine $7, 910. 71 $19.4 426. ~ D. $1. BLS, 85 7.8 

Gross earn per mile... 4,490 45 € D 117,10 2.5 

Net ... 1990.08 D 168.43 = 7.8 

Per cent. of exps..... 55.68 Ba H os £.57 4.8 

Increase of expenses due mainly to increase of wharf re 
pairs of $1,140.84 over previous year. 

Miiwaukee, Lake Sh Shore & Western. 
This company owns a line fro from Milwaukee, Wis., north 


and west to Norrie, 190 miles, with branches from Manito- 
woe to Two Rivers, 6 miles, and from Hortonville to Osh- 
— 28 miles, making 219 miles in all. The main line 
from Tigerton to Norrie, 14 miles, and about half the Osh- 
kosh Branch have been com leted since the close of the year 
1879; the average mileage for that year was 165 miles, and 
for the previous year about 150 miles. The following brief 
statements for the year have been published. 

The stock and debt are as follows : 





COOMA A Bata cateatic canecccecccces oss pees an $1,000,000 
Preferred stock........... SEE MER GGES S00 tabanvscneebabe 5,000,000 
Total stock ($27,397 per mile).... ........ Seely $6,000.01 000 
Bonney COAG WO MN a oan a hb ts eee c cece ces ceces 345,000 
Other debt..... rede ERE EERE cle -b bos da0cceseancks “118,006 
ey en eee er a eee § 63, 006 

Cost of pmo ($34,457 per mile)... ......-. ........ 7,546,082 


The present company was organized just at the close of 
1875, by the bondholders who bought the road at foreclos- 
ure sale just previously, The present stock and bonds rep- 
resent the bonded debt of the old company, with some issues 
made to pay for the 3 miles of new road built by the pres- 
sent company, 

The earnings for the year were as follows: 








1879. 1878. Ine. or Dee. P. ¢. 

Gross earnings ....... $315,942 $250,130 1. $65,812 26.3 
| NE. 2. 187,983 197,797 D. 9,814 5.0 
Net earnings .... $127,959 $52,333 I. $75,626 144.6 
Gross earn, per mile... 1,915 1,668 rR 247 14.8 
Net » , 776 349 I. 427 22.3 
Per cent. of exps ..... 59.51 79.12 D. 19.61 24.8 


The net earnings were enough to pay interest on the total 
debt at 7 per cent., and leave a surplus of $25,549. 
A further extension is in progress, the line being intended 


THE RAILROAD GAZETTE. 


| to run to Colby on the Wisconsin Central, forming part of a 
road across Wisconsin to St. Paul. 


Paducah & Elizabethtown. 


This company, which owns a line from Elizabethtown, Ky., 
westward to Paducah, 185.7 miles, makes the follow ing 
| statements for the year ending Jan. 31, 1880. The road 
| was originally the Elizabethtown & Paducah, and after 
; ward the Louisville, Paducah & Southwestern, and was ac 
| quired by the present company through foreclosure of mort 
gage. 

The present company’s securities represent the old debt, 
and consist of $2,853,000, one-half common and one-half 
| preferred ; $287,000 first-mortgage bonds and $1,141,200 
second-mortgage income bonds. 

The earnings for the year were as follows: 


| 
| 











The road was incidentally benefited by the long continu- 
ance of low water in the Ohio last year, which prevented 
shipments of Pittsburgh coal down the river, and caused a 
greatly increased de mand for coal from the mines on its 
line. 


The income account for the year was as follows : 
Balance, Feb, 1, 1879. Te tre ee tee $ 34 
Net earnings, as above... ; acocsccces Gubpaae 
Total . doe Kee’ $85,266 
Construction, equipment, right of way .. ve eee ee 4,005 
Sundry accounts.... rer rrerTre, } 


Interest and sinking fund, first mortge auze 28,431 
imate OT 405 
Balance..... er me .... $45,771 
Interest on income bonds at 4 pe “fo PAS $5,648 
Balance, Feb. 1, 1880 beet $123 | 


The net earnings were thus just suffic: ient to make e some im 


income bonds, 
Worcester & Nashua, 


This company owns a line from Worcester, Mass., to 
Nashua, N. H., 45.69 miles, and it leases the Nashua & Roc! 
ester, which extends the line to Rochester, 48.81 miles, 
making , 94.50 miles worked. On the line owned there are 
16.83 miles second track,and 13.79 miles of sidings. The re- 
port is for the year ending Sept. 30, 1879. 

The equipment consists of 20 engines and 8 snow-plows; 
8 parlor, 19 passenger, and 7 mail and baggage cars; 238 
box, 100 platform, and 100 coal and gravel cars. 

The general account is as follows : 
Stock ($39,175 per mile) 

Bonds ($21,887 per mile) 
Bills accounts, and balances payable, 
Profit and logs eevee tenpeaea 





-. ++» $1,789,800 .00 
jobkas ca 1,000,000 .00 
56,882 .06 

268 458.00 


Road and.e« uipme nt ($54,976 per mile). $2,511,875.89 
Nashua and Rochester stock.... 475.300 .00 
Materials 65,043.69 
Cash and receivables 62,920.48 
- 3,115,140.06 
Stock and bonds are unchanged; the floating debt was 
largely reduced, Cost of road and equipment reported de- 
creased by $14,689.85 during the year 
The work done was as Te : 








ay average rate per passenger per mile was 2.90 cents ; 
r ton per mile, 2.10 cents on through, and 2.69 cents on 
peal freight. Both passenger and freight rates show a de- 
crease. 
The earnings for the year were as follows : 





1878-9 1877-87. Inc. or Dec. P.e. 
Passengers $193,890.71 $194,088.61 D. $197.90 0.1 
Freight 279,191.17 279,151.72 I 39.45 





Rents i 6,653.60 6,638.42 I 15.18 0.2 
Dividends 14,259.00 28,518.00 D. 14.259.00 50.0 

Total $495,994.48 $508,396.75 D. $14,402.27 2.8 
Expenses.... . 307,587.63 304, 888.7: } I. 2,698.90 0.9 

Net earnings. oa D. $17,101.17 8.4 
Gross earn, per mile, D. 152.41 2.8 
Net “4 Se D. 180.96 8.4 
Per cent, of exps 39.97 I 2.20 3.8 


With a large gain in traffic the earnings were nearly sta 
tionary, the only chi unge of any amount being in dividends 
received, and those are on the Nashua & Rochester stock 
owned, being really a rebate on rental. The expenses show 
a small increase. The result of the year was as follows : 

Net earnings $186,406.85 
Interest paid. . 
Rent of Ne ashua & Rochester road 


.. $60,995.62 
74,274.00 

~ _ 135,269.62 
nemes : $51, 137.23 
This surplus has been used to pay notes of the « ompany as 
they matured. During the year, it being apparent that the 
company’s interest and rental liabilities were too great to be 
carried longer, action was taken, and an agreement finally 


made by which the interest on the bonds was reduced to 5 


Surplus for the year 


cent. on the bonds and 8 per cent. on the stock, to be re- 
stored to higher rates whenever the net earnings will war- 
rant it. This has been agreed to by very nearly all the hold 
ers of securities; authorized by acts passed by the New 
Hampshire and the Massachusetts Legislatures, and ratified 
by the stockholders. 

The report of the directors Savs: “The road-bed, tracks, 
bridges and rolling stock of the company have received all 
the care and attention required to keep them in good order 
and condition. Unless this is done no railroad can be 
operated with facility, safety and economy. Soonerer later 
expensive renewals and repairs will be required or the suc- 
cessful operations of the road impeded. 

‘* The company has received for land taken by the city of 
Worcester for the location and construction of Foster street , 
$15,500, and the proceeds have been applied to the pay- 
ment of the floating debt, which has been reduced, during 
the year, $60,641.78. 

“The earnings of the 





Nashua & Rochester Railroad, in- 


wrovements on the road and pay 4 per cent. to the holders of | 


Total... $3,115,140.06 | 


1879-80, 1878-79. Inc. or Dec, P.c. 
Passage $71,071 $77,321 D. $6,250 8.1 
Freight tead . 258,704 219,178 I 39,526 18.0 
Mail, express, e te 2"2,604 23,042 D. 348 1.5 
. eee $352,496 $319,541 I $32,928 10.3 | 
Expenses y 273,734 D. 4,497 1.6 | 
Net earnings.... $83 $45,807 I. $37,425 81.7 
Gross earn per mile 1,720 As 178 §=10.3 
Net 246 I. 202 81.7 
Per cent of exps 85.66 D. 9.28 10.8 


| Stocks and bonds 


| 
| 
| 
| 
| 
} 
| 


| 
| 








Train miles : 1878-75 1877-78. Inc. or Dec. P. e. 
Passenger 190.8; 30 af 608 I. 3,231 1.7 
Freight 183,559 155,147 I. 28.412 18.3 
Other ; 32,068 35,877 D 3.809 10.6 | 

Total 406.466 378,632 I. i 
Passengers carried. ... 3:2 22, =o 2h 825,977 Dz 0.9 
Passenger mileage 5,703,761 1. 8.2 
Tons freight carried 2163 313,962 I 21.4 
Tonnage mileage 12 123) 444 9,951,740 I 1.7 

Av. train load : 

Passengers, No $2.33 30.40 I. 1.93 866.3 
Freight, tons...... 66.05 64.21 I. 1.84 2.9 


per cent., and the rental of the Nashua & Rochester to 5 per | 


| Gross earnings.......... 


Net earnings $200, 228.59 $197,170.36 I 

| Gross earn, per mile. 8,116. RS 7,769.65 I. 
Net = : ‘ 3,255.75 3,206.62 I. 
Per cent. of exps.. 59.89 58.74 I. 


APRIL 30, 1880 





cluded in the gross earnings of the Worcester & Nashua 
Railroad, were: 

habeksd $114,449.01 
And the expenses, inc luding repairs of road and use 

of rolling stock furnished by this company. 63,615.42 

ck tiptskn: wacecncabactenavandvestioanl $.( 0, 833.19 19 

‘ There seems ‘to be a pre vailing fecling in the community 
that business is beginning to improve, that the industries of 
the country are moving, that labor finds employment, and 
that the prospect for the future is brighter. If this should 
tn to be true and lasting there is no good reason why the 
yusiness of this company should not also improve and share 
in the general prosperity of the country. 

“Since the date covered by this report, Sept. 30, 1879, 
the substantial part (bills payable) of the floating debt of 
this company has been paid, principally from the proceeds 
received from the sale of old iron rails, and a strip of land 
sold to the Norwich & Worcester Railroad Company. 


Naugatuck, 


This company owns a line from Stratford, Conn., to Win- 
sted, 57 miles, and its trains use the New York, New Haven 
& Hartford track from Stratford to Bridgeport, 4 miles. It 
works under agreement the Watertown & Watatiees * road, 
4 ‘miles. The re port is for the year ending Sept. 30. 

The balance sheet is as follows: 
Stock ($35,088 per mile) 
Accounts payable... 


. .82,000,000.00 
20,858 .27 


PWN MDL BONN, sacco ccs. occ ised Tevdesvectese ent 309,230.75 
Total tas vibuapanexbdeees . .. + $2,339,089 .02 
Road and equipment ($37,501 per 
ee epee , csva $2,137,570.32 


19, 000.00 


Real estate 
a rials. . 
Cash and accounts receivable 





—-_ 3.67 
-——— 2,339,089.02 
The company has no bonded debt and no floating debt. The 
cash on hand is nearly double all accounts payable. 
The train mileage for the year was as follows: 


1878 79. 1877-78, Increase. P. c. 

Passenger ... 90.282 88,770 1,403 1.6 
Freight dhtcsenr . 153,100 147,659 5,441 =. 7 
Switching and service 44,561 32,854 11,710 5.6 
Total. rr ---. 287,048 269,392 18, 54 = 


This was equivalent last year to 2,198 round trips over the 


| whole mile¢ uge worked, 


The earnings for the year were as follows: 
1878-79. 18 
.. $176,580.98 $17 6. 





Inc. or Dee. P.e. 


Passage. Seesa I $210.81 0.1 

] ee ae 298,023.05 278, J I. 19,682.01 7.1 

Mail, express, ete.... 24,584.03 23,072.83 I. 1,511.20 6.5 
a) ee $499,188.06 $477,854.04 I 
Expenses. . . 298,959, 47 280,663.68 I 





Expenses include taxes, which were $22,046.85 last year, 
or about 7 per cent. of the total expenses. 
The income account was as follows : 
Net earnings.... ‘ . $200,228.59 
Dividends, 10 percent... be reéchrveteovenvesyae .-. 200,000,00 
5 Su.4's:5 bins ey ks ve obee ts ‘eb teeas $228,59 
Jalance to credit of profit and loss, Sept. 30, 1878. .. 309,002,16 
ET END, OU, DOU os cncebncns ochceceebaciens $309,230,75 
The company has paid 10 per cent. ‘regularly for many 
years. The gross earnings show a large gain ; the ex penses 
increased with the increase of business and’ train- mileage, 
but the net earnings were sufficient to pay the usual div- 
idends without drawing upon the accumulated surplus, 


Housaton c. 


This company owns a line from Bridgeport, Conn., to 
State Line, 74 miles; it leases the Berkshire road, from State 


‘ Line to West Stockbridge, Mass., 22 miles; the oem Stock- 


bridge road, from West Stockbridge to State Line, N. Y., 
2.75 miles; the Stockbridge & Pittsfield road, from Stoc k: 
bridge, Mass., to Pittsfield, 22 miles, and the New York, 
Housatonic & Northern, from Brookfield Junction, Conn., to 
Danbury, 5.50 miles, making 52.25 miles leased and 126'2 25 
miles worked, the whole forming a main line from Bridge- 
port to Pittsfield, with branches to Danbury and to the New 
York state line. The report is for the year ending Se pt. 80: 
The equipment consists of 20 engines; 22 passenger, 2 mail 
and smoking and 8 baggage cars; 191 box, 14 hay, b99 lat 
and 2 caboose cars; 1 wrecking car. 
The general account is as follows: 
Common stock, old 
Preferred stock. 


$820,906.00 
1,180,000.00 
enue $2,000,000.00 


Total stock ($27,027 per mile) 
, ome 550,000.00 


sonds ($7,432 per mile).... 
Bills payable eee 148,050.00 
Accounts and balances and October e xpenses....... 79,988.73 
Profit and loss... ‘ Seateen es ; 172,143.93 
Total P $2,950,182.66 
Road and prope rty ($37, 816 pe rmile). $2,798,401.24 
Stockbridge & Pittsfield Co . . 5,992.76 
Matecials.... nae 53° 128.85 
Cash and receivables 92,659.81 
_ $2,956,1§ i6 
The bonded debt consists of three series of bonds, $150,.,00 
due_in 18838, $100,000 due in 1885, and $300,000 in 188% 
The earnings were as follows: 
1877-78. Inc. or Dee. Vv. ¢ 
$175,017.62 1. $2,525.61 1 
370,421.17 1. 27,260.24 2. 
24,974.69 D. 539,24 2.2 


Passage.... 
Freight and milk 
Mail, express, ete 





Total ....$599,660.09 $570,413.48 I. $29,246.61 6.1 
Expenses Ke 249,815.27 50,472.36 D, 657.09 0.2 








Net earnings. . $249,844.82 $21 219. 941.12 I. $29,903.70 13.6 
Gross earn. per mile. 4,749.78 ,527.09 I, 222.69 5.1 
Net ° 1,978.97 ri 745.58 IL. 233.41 13.6 
Per cent of exps 58.08 61.44 I 3.41 5.5 


There was a substantial gain in earnings, with no change 
in expenses, leaving a considerable gain in net earnings 

The income account is as follows: 
Net earnings............ ‘ me 5 
State tax, etc en ee PE a a 
Rents of leased lines... 
Interest on bonds. died 
Other interest, ete.... 


-; $249, $44.82 





———- 137,557.39 
Balance... ..-. $112,287.43 
Dividends on preferred stock, 8 pe rcent........... 94,400.00 


ES a Pea ee em en oe 


5 $17.887.43 
Balance ate redit of profit and loss, Sept 30, 1878.. 


154,256.50 
Balance at credit, Sept. 30,1879 . BL’ 72, 14: 3.93 93 
Regular dividends have been paid on the preferred stock 
for several years. The surplus was equal toa little over 2 
per cent. on the common stock, 








